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PLATFORM OF TRAFFIC CLUBS 

We think that, if the idea of a national association 
of traffic clubs for the purpose of directing public thought 
has not already commended itself pretty generally, both 
to the members of traffic clubs and to others interested 
in constructive transportation work, it must do so 
by the action of the delegates to the convention of the 
Associated Traffic Clubs of America at Atlanta last week 
in adopting a platform of principles to serve at once as 
a statement of the views of the traffic clubs and as a pat- 
tern for similar action by other organizations. Of 
course, the platform has not yet been ratified by mem- 
ber clubs and it must be so ratified before it can be ef- 
fective, but we have no doubt that it will be approved 
by the individual clubs, just as we are certain that it 
ought to be and that it ought also to be approved by 
other organizations in an effort to impress on Congress 
and others the fact that men who think constructively 
and whose ideas are of value because they speak from 
information, are united, regardless of whether they rep- 
resent the carriers or the other industries, on certain 
principles that are being attacked by the radical and un- 
informed—notably the demagogues in Congress 


There are many other things that might have been 
put into this platform, but the desire of the delegates 
was to adopt a program that would be brief, though 
comprehensive, and that would avoid, as much as pos- 
sible, matters that are controversial even among men 
who approach transportation questions constructively 
and fairly—this with the desire to frame something that 
could and would be adopted with practical unanimity, 
not only by the delegates and their clubs. but by other 
organizations. 

As an instance of briefness and lack of full consid- 
eration of all points involved, we might point out the 
reference in the platform to the Labor Board. Some 


believe the present board should be retained. Still 
others think jurisdiction over wages should be given to 
the Interstate Commerce Commission. These diverging 
views are held by men whose ideas carry weight and 
who are endeavoring constructively to solve the prob- 
lem. So it was thought best to confine the platform 
utterance to a mere pronouncement that, if the Labor 
Board is retained or a similar body instituted to take its 
place, the principle of public representation thereon 
should be maintained. One of the objectionable features 
of the Howell-Barkley bill, for instance, is that it would 
do away with public representation on the board. 

So, all through the platform, will be found brevity 
and the absence, as far as possible, of discussion and the 
introduction of controversial subjects. We think the 
platform admirable and give it our full endorsement. 


We are especially anxious that the National Indus- 
trial Traffic League should give this platform consider- 
ation and adopt it, or something like it, as a statement 
of principles. We know of nothing in the platform that 
is not in accord with League principles, except the plank 
in which it is stated that section 15A should be retained. 
The League has taken the position that this section 
ought to be repealed. But that action was taken in Jan- 
uary, 1922. There was considerable opposition to it 
then and we know there has heen a growing feeling in 
the League that it ought not now to stand. Is it too 
much to hope that, in the light of events since the 
League took its action and in view of what seems to 
many the necessity for standing against destructive at- 
tacks on the transportation act, the League will see fit 
to change its position? There is nothing that we can 
think of that would give the platform that is proposed 
more force and standing than an endorsement of it or 
of the principles contained in it by the National Indus- 
trial Traffic League, the national organization of ship- 
pers, as such. We commend it to the attention of mem- 
bers. 

In connection with this discussion of the work of 
the traffic clubs, we call attention to a communication, 
printed elsewhere, from Mr. Baldwin, in which he criti- 
cizes the traffic clubs for this kind of activity. He thinks 
there is danger in their departing from their purely so- 
cial character. But he evidently, as is the case with 
others who take his view, does not understand the ques- 
tion. No one is proposing that the traffic clubs depart 
from their social character or decrease in any way their 
social activities. All that is proposed is that they take 
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advantage of the fact that they number in their mem- 
bership the traffic men of both the railroads and the in- 
dustries, who are most competent to deal with transpor- 
tation questions, to make their opinions a force in an 
educational way. Most traffic clubs have, for a long 
time, done this as individuals. For them, the only 
change proposed is that they give their views force 
through concerted action, where concert can be brought 
about. Obviously, that is the effective method of pro- 
cedure, if results are to be obtained. Moreover, the facts 
prove Mr. Baldwin wrong about the bad effect the new 
plan would have or is having on traffic clubs. We are 
in position to know about this matter and we know that 
the work of the national association has caused increased 
interest and activity in many clubs—notably among the 
somewhat smaller ones—and is directly responsible for 
the organization of several new ones. There are peculiar 
conditions in the New England Traffic Club that may, 
in a way, justify its staying out of the national associa- 
tion or even not trying to do anything on its own ac- 
count but have a good time and let members get ac- 
quainted with each other; but, certainly, those conditions 
do not apply in most other clubs. 


Mr. Baldwin is also, it seems, an adherent of the 
antiquated theory that carriers and shippers cannot 
agree. They will always, of course, disagree on details, 
just as shippers disagree among themselves and carriers 
do likewise. But, on fundamentals, they can and must 
agree, if we are to get anywhere in establishing and 
maintaining a sound transportation policy. The Asso- 
ciated Traffic Clubs of America has its chief value in 
helping to bring about this agreement. 


AGRICULTURAL RATE REVISION 

We have not much fear that there will be any im- 
portant transportation legislation at the approaching 
short session of Congress. We believe it will be too 
much occupied with other matters, especially if, as seems 
a bit more than possible, the election of a president and 
vice president of the United States is thrown into the 
House and Senate. But, nevertheless, there is always 
danger and it appears that there will be at least an ef- 
fort to adopt the Smith-Hoch rate revision resolution, 
. which has already been adopted by the House and only 
needs the approval of the Senate and the signature of 
the President to make it a law. 


Unfortunately, as Senator Capper says, the princi- 
ples involved in this resolution have been endorsed by 
both the Democratic and Republican platforms, but both 
parties are wrong and their conventions, as is common, 
put this thing into their platforms at the request of ad- 
vocates, without any knowledge or investigation of the 
subject and with little motive other than to appeal to 
certain sections of the couniry for votes. The proposal 
to lower rates on agricultural commodities because the 
farmers are not thought to be as prosperous as they 
Should be is not only wrong in principle but is by no 
means as wise, from the point of view of political ex- 
pediency, as it may have seemed when it was launched. 
The condition of the farmers has improved materially, 
but even if it had not, the theory on which it is pro- 
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posed to revise rates is wrong and-would work endless 
confusion if put into practice. How long would it be 
before other industries demanded similar relief and how 
long would it be before the agricultural interests, with 
their prosperity restored, would consent to an increase 
in rates in accordance with the same principle on which 


they were reduced? The latter would, of course, never 
happen. 


Senator Capper’s charge that agriculture has not 
been fairly treated in the adjustment of freight rates 
was, we believe, effectively disposed of by the Inter- 
state Commerce Commission in its decision in the Kan- 
Sas grain case in so far as the issue was involved in that 
case. We have previously commented at length on that 
decision. One reading his remarks and knowing nothing 
of the consideration the question has received by those 
charged with jurisdiction over such matters, would 
think that he was raising an entirely new question and 
was proposing a new remedy. We think his theory has 
been sufficiently exploded among those whose judgment 
is worth while, but it is not always the peigment that 
is worth while that prevails in Congress. 

In this connection we cail attention to the plank on 
this subject in the platform adopted by the delegates 
to the convention of the Associated Traffic Clubs of 
America at Atlanta last week, printed in The Traffic 
World of Octobgg#*18., To be sure, this platform has 
not yet been ratified by member clubs, but there is little 
doubt that it will be. It represents, we believe, the view 
of most men whose ideas are valuable and who have 
studied the subject. It declares generally against po- 
litical rate-making—an attempt at which the Smith- 
‘Hoch resolution undoubtedly is — and_ specifically 
against the theory of making rates for the purpose of 
aiding an industry that, for the moment, may not be in 
prosperous condition. 


LABOR AND GOVERNMENT OWNERSHIP 

Notwithstanding the apparent impression to the 
contrary, not all railroad labor leaders are for govern- 
ment ownership of the railroads. Undoubtedly most of 
them are and, undoubtedly, in our opinion, government 
ownership is the ultimate aim of the radicals in Con- 
One 
of them who does admit it is Senator La Follette, who 
strives day and night to prevail on labor to adopt his 
views and whose candidacy, on a government owner- 
ship platform, was endorsed by the “progressive” con- 
vention at Cleveland, in whose councils labor leaders 
were prominent and powerful. 

But we are printing elsewhere a radio address by 
W. N. Doak, vice president of the Brotherhood of Rail- 
road Trainmen, opposing the government ownership 
program. He shows convincingly the disadvantages 
under which railroad employes would labor under gov- 
ernment control and ownership, pointing out that the 
power labor now has politically would be impaired if 
it were employed directly by the government. There 
is nothing, he says, to cause public utility employes to 
favor government ownership and operation when a com- 


parison is made between their wages at present and the 
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level of wages of government employes in similar 
service. 

W. S. Carter, for many years chief of the Brother- 
hood of Locomotive Firemen, is another labor leader of 
the same kind. In an article by Walker D. Hines, 
former Director General of Railroads, in a recent issue 
of Printers’ Ink, he quotes Mr. Carter as being em- 
phatic, in his private talks with the author and in his 
public speeches, that government ownership would be a 
bad thing for railroad employes, and says he frequently 
used the case of the postoffice employes as an illustra- 
tion of the disadvantages of working for the govern- 
ment instead of for a private corporation. 

These views are, of course, selfish. Both Mr. Doak 
and Mr. Carter treat the subject from the point of view 
of the wages and working conditions of the men, and 
not from the point of view of broad public policy. But, 
for the matter of that, everybody’s views are more or 
less influenced by selfish considerations when, in given 
circumstances, selfish interest can be discovered. Busi- 
ness men, for instance, who buy transportation from the 
railroads but who, nevertheless. believe that rates should 
be adequate, are not altogether influenced by the spirit 
of fairness. They seek their own interest in maintain- 
ing a transportation machine that will carry their freight 
efficiently and give them good service. and they realize 
that this cannot be done if the railréads are kept in an 
impoverished condition. 

But, whatever the motives of the labor leaders we 
have mentioned and whether or not those motives are 
good or bad, selfish or public spirited, their views are 
significant; and it might be well for speakers on the 
stump and others trying to counteract the La Follette 
influence with labor, to show the men that some of their 
most respected leaders do not agree with the La Follette 
school of demagogues. We think this would go a good 
deal farther than arguments in the abstract, but we see 
little of it in campaign documents and political speeches. 
We do not even see much of it in what the railroads are 


saying in their fight against the government ownership 
propaganda. 





CAPPER FOR RATE REVISION 


Senator Capper, of Kansas, head of the agricultural bloc 
in the Senate, has announced under his signature in the cur- 
rent issue of Capper’s Weekly that either Congress or the In- 
terstate Commerce Commission must bring about a readjust- 
ment of freight rates on farm products. His declaration is 
regarded as showing that the senator will urge adoption by 
the Senate of the Smith-Hoch rate revision resolution early in 
the short session which begins in December. This resolution 
was passed by the House and only needs to be submitted to 


the Senate for approval and signed by the President to make 
it effective. 


In his statement, under the heading, “Rail Rate Issue Not 
Sidetracked,” Senator Capper says: 


The failure of the railroads to treat agriculture as a fundamental 
industry is a live issue and is not sidetracked in the present president- 
ial contest. The Republican and Democratic national platforms recog- 
nize it as most important. President Coolidge has put himself on 
record as demanding a readjustment of freight rates on the products 
of agriculture, the primary products of life. 

This is a subject Congress must and will take up at its next 
session, either by action through the Interstate Commerce Commission 
or by direct action of Congress itself, and an adjustment of the rate 
structure of the railroads will then be brought about which will be 
just and fair to the most basic industry in the United States. 

Those of us who have demanded fair and just rail rates for agri- 
culture are sometimes accused of desiring to injure the railroads. 
I am not in favor of any injury to the transportation industry but I 
don’t think the railroads should be unduly favored to the damage of 
the greater industry—the farm. 

The railroads must be supported by the country. Whatever rates 
are necessary to enable them to provide the best possible service we 
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favor. What we demand is that if the railroads are to be supported 
the burden of their support shall be distributed fairly and equitably 
among all the people, and not thrown, as it has been since the war, 
with crushing force almost solely upon farm products. This country js 
rich enough and strong enough to sustain the railroads and, taken as 
a whole, they are more prosperous today then they were ever known 
to be in American history. More railroads are now paying dividends 
than ever before, and this, in spite of the fact they are paying out 
hundreds of millions of dollars every year in betterments which enable 
them to render greater service as well as to make greater earnings on 
their capital. ‘ 

Many transportation companies are now claiming they are under- 
capitalized; that their property is greater than the total value of their 
stocks and bonds. : 

If this is so it is because they have plowed into their property the 
huge earnings contributed by the people, not because their stockholders 
and bondholders have invested more money in the roads. 

In demanding just treatment to agriculture in the rate structure 
of the railroads we are not attacking the capital invested in these 
properties, It is a square deal all around that we are asking, and this 
we intend to get. When the agriculture is prosperous not only the 
railroads but every other interest prospers. But when agriculture 
suffers a great depression with huge losses to the 30 million people on 
the farms, every other legitimate interest suffers. 

When the national and State platforms of both political parties 
approve the stand we have taken, as they do this year, the farmer 


should demand that these pledges be carried out by Congress as I am 
then confident they will be. 


CONDEMNS GOVERNMENT OWNERSHIP 


William N. Doak, vice president of the Brotherhood of 
Railroad Trainmen, and a candidate on the Republican ticket 
for United States senator from Virginia, opposed the proposal 
of the La Follette “progressives” to bring about government 
ownership of the railroads in a radio address from Washing- 
ton October 17. Mr. Doak has been known for some time as 
one prominent railroad labor leader who is opposed to govern- 
ment ownership of the railroads. 

He said in part: 


Under government ownership and operation, employees would be- 
come government employees. They could hardly expect to be placed 
in a favored class for whether or not they should be so placed would 
become a political issue. The political question would be determined 
not as a controversy between them and the railroads, but as a con- 
troversy between them and the great mass of their fellow citizens. 

hey are not placed in a special and exceptional class, will they 
be subject to classification and civil service rules to which other 
government employees are subject? Is labor willing to sacrifice its 
Lote yee and advantages for such a system, or to take the 
risk o ? 

It would be practically impossible to use collective bargaining in 
dealing with the government as an-employer. This is done by no 
other class of government employee: and even if it could be, the 
power of collective bargaining when the entire American people would 
be the party to be bargained with, would be much less useful and 
effective than when used with a private employer. 

The power to strike would in effect be gone, because citizens would 
find it very dfficult, if not impossible, to strike against their own 
government. The seniority rights of employees would in all probability 
be seriously jeopardized under government ownership by the substitu- 
tion of political preferment in its place. 

Whatever political power or influence we now have would be 
seriously impaired by our becoming employees of the government, for 
now on the one side is our political power and on the other is the 
political power of our private employers, whereas, in the event of 
government ownership our influence, if a question of political nature 
should arise, would, in case of a difference, encounter the political 
power of the nation. We must realize that if railroad and other public 
utility employees become government employees, the basis of wage 
adjustment and the settlement of differences would be shifted from 
an economic to a political basis. When the matter of wage adjust- 
ments becomes a matter of the relative number of votes between those 
who seek wage advances and those who oppose, this class of workers 
would finally lose much and gain nothing.. 

There is nothing to cause public utility employees to favor govern- 
ment ownership and operation when a comparison is made between 


the present level of their wages and the present level of government 
employees in similar service. 


OPERATING STATISTICS 


Net ton-miles of Class I roads, exclusive of switching and 
terminal companies, aggregated 36,442,000,000 in August as com- 
pared with 40,344,000,000 in August last year and 274,242,000,000 
in the eight months ended with August, as compared with 304, 
353,000,000 in the same period of 1923, according to statistics 
compiled by the Bureau of Statistics of the Commission from 
reports of the carriers. 

Loaded car-miles totaled 1,342,861,000 in August, as com- 
pared with 1,414,027,000 in August, 1923, and 10,222,338,000 in 
the eight months ended with August, as compared with 10,781- 
483,000 in the same period of 1923. 

Empty car-miles totaled 717,393,000 in August, as compared 
with 746,594,000 in August, 1923, and 5,497,734,000 in the eight 
months ended with August, as compared with 5,544,564,000 in the 
same period of 1923. 

The average number of freight cars on line daily in August 
was 2,488,367, as compared with 2,466,736 in August, 1923, and 
2,469,951 in the eight months, as compared with 2,453,830 in the 
same period of 1923. 

Car-miles per car-day averaged 26.7 in August, as against 
28.3 in August last year, and 26.1 for the eight months, as 
against 27.4 in the same period of 1923. 

Net tons per loaded car averaged 27.1 in August and 28.5 
in August last year, and 26.8 for the eight months, as against 
28.2 in the same period of 1923. 
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Current Topics 
in Washington 


Campaign Climax Explosions.—The man who gets his thrills 
from the last-minute explosions of the campaign managers, 
simple soul that he is, it is suggested, should be alive from 
this time forward. It is true that, thus far, there has been 
nothing to distinguish this campaign from its recent competi- 
tors. But this is the first time in the history of the country 
when avowed Socialists have been so near the management 
of a campaign in behalf of a major candidate. La Follette has 
the support of Socialists whose names are as familiar in Mos- 
cow as those of Russian Socialists. The thought is that, if 
the Socialists cannot give the one who dotes on campaign ex- 
plosion thrills something new, the campaign will be spoiled for 
those, who, while they have no liking for La Follette or any 
of his actual or proposed works, have given him credit for 
enough originality to think up ways of fighting other than those 
of the regular parties. As yet there has been no “death 
battalion” or other innovation bearing the Moscow brand. In 
answer to that it may be suggested that, perhaps, the Wisconsin 
senator is more anxious than he would care to avow to make 
his campaign less instead of more remindful of Moscow. That 
may be his reason for screaming about the “slush” fund of the 
party of which, nominally, he is a member. For an “out” to 
accuse the organization of the “ins” of an attempt to buy an 
election is as old as popular voting. The query is as to why 
La Follette, crying in the wilderness, did so routine a thing? 
Is it possible, it has been asked, that he wishes folks would 
forget to link his name and that of Moscow together and pray 
they will think of La’Follette and Lexington instead? The 
thought that possibly he has a hope of that kind is strength- 
ened by his speech at Omaha. Government ownership, he said, 
was not the immediate issue. The progressives, he said, mean- 
ing those who agreed with him, did not propose or intend to 
undertake any ill-considered experiments in public ownership 
or along any other line, they, of course, to be the judges of 
what constituted ill-considered experiments, just as Lenin was 
the judge at Moscow. Lenin decided, at Moscow, as to what 
would be an ill-considered experiment with the property cre- 
ated by the use of the money obtained from the hard-working 
peasants of France who bought Russian bonds which Moscow 
refuses to pay. It might be observed that the boy fooling with 
a gun says he knows is not loaded, would assert, as did La 
Follette, that he did not contemplate any ill-considered experi- 
ments with that gun. That, however, would be poor consolation 
for the parents of the little girl whose head had been blown 
off by the gun. However, in passing, it may be said that it 
has been suggested that La Follette is beginning to realize 
that his vigor in saying he stood for government ownerhsip and 
operation of public utilities, every one, has not done him any 
good in his long chase of the presidency. Therefore, by means 
of Omaha speeches, he is suspected of trying to catch the votes 
of gudgeons who take stock in the declaration that he is honest 
and sincere—as if made any difference to the man whose house 
had been burned, whether the man who fired it was honest 
and sincere, or the blackest beast outside the realm of horror 
and despair. Robespierre and the prosecuting witnesses in the 
Salem witch trials have been painted as honest and sincere. 
France and New England, however, have never been suspected 
of desiring a repetition of the history they helped make. 





Lest It Be Forgotten.—In the greater volume of noise made 
by the labor ledders following the three-legged calf ideas of 
La Follette, the voice of William N. Doak, vice-president of the 
Brotherhood of Railroad Trainmen, has been drowned. Neither 
Doak, nor any of the other well-known officers of the trainmen, 
was delivered to La Follette or any other politician. Doak 
thinks it would be better for the Republicans to be in control 
of the public affairs of the country. It is understood that Pres- 
ident Lee, of that organization, thinks the Democrats would 
do better. They agree that the American way of doing things 
is better than anything invented east of the Atlantic Ocean. 
One proposition laid down by Doak, for years the legislative 
agent of the trainmen at Washington, has appealed to those 
who have heard it. Opposing government ownership and op- 
eration of the railroads, he said: “It would tend to create a 
class government, foster a class domination, and encourage a 
class hatred.” Socialism preaches class consciousness. Junker- 
ism in Germany teaches class consciousness at the other ex- 
treme of the stratified society in Europe. Class distinctions have 
been abolished in the United States in everything except in- 
scriptions on tombstones antedating the Revolutionary War. 
In Virginia there still are tombstones setting forth that John 
Smith was a “gent.” or that Bill Jones was a merchant or a 
draper. Doak is the Republican candidate for senator from 
Virginia. So far as class distinction goes, there is no difference 
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between him and Alfred P. Thom, counsel for the Association 
of Railway Executives, or R. Walton Moore, one time counsel 
for the southeastern railroads, now a representative from Vir- 
ginia. Mr. Thom, not in politics, is understood to be a Repub- 
lican. Mr. Moore, in politics, is a Democrat. There is no dis- 
agreement between them except as to which party would give 
the better administration of the American plan of government, 
a free government established by American colonists some of 
whom were titled and more not titled, on the basis that in 
public affairs one man was like another, to equal rights for all 
(not government by an aristocracy or the proletariat) and 
special privileges for none. Moscow advocates a government 
by class, the proletariat. The junkers in Germany advocate 
class government by the aristocracy. Doak is opposed to class 
government, class domination, and class hatred, just the same 
as his Democratic rival, Carter Glass. 





Another Bump for the Federal Trade.—It seems almost im- 
possible, as many see it, for the Federal Trade Commission 
to learn that the Constitution of the United States has not been 
changed from a document recognizing the right of the citizen 
to conduct private business in the way he sees fit, to one com- 
manding the help of a government bureau. Bumps for it, at 
the hands of the Supreme Court of the United States, to remind 
it of that fact, have become almost as common as weather re- 
ports. The most recent was the refusal of the court, this week, 
to order up, for review, the decision of the lower federal court 
in New York that the commission had not the power to say 
that the United States Biscuit Company should not give dis- 
counts to a company owning a number of stores, unless it 
gave like discounts to associations of separately owned stores. 
The commission had said that the Clayton anti-trust act forbade 
such a distinction. The lower court refused a mandatory in- 
junction requiring the baking company to carry out the order 
of the commission. The order of the latter was based on @ 
finding that the discount system of the biscuit company con- 
stituted what, in rate matters, would be called an unjust dis- 
crimination or undue prejudice and disadvantage, the fwnda- 
mental assumption being that a chain store company operating 
many units was not different from an association, not operating 
any stores, but representing many, for purchasing purposes. 
The commission, in its application for a writ of certiorari, told 
the court that it was very important to have the matter decided 
by the highest court. The latter denied the application without 
giving the commission any chance to talk, except in the brief 
it filed in support of its proposition that the matter was im- 
portant. Of course, the justices read the brief, but, so far as 
the court records show, the brief was so unconvincing that 
the court did not feel it incumbent to point out its insufficiency. 
The justices said they had heard enough to convince them 
that there was no reason why they should review the case. 
But the commisson is cheerful. It spends money, apparently, 
without any qualms of conscience trying to fasten what many 
think is bureaucracy on industry, just as if it were desirable. 
Congress, apparently, does not care. It neither abolishes the 
commission nor makes any effort toward giving it the power 
it thinks it has, if that were possible, without violating the 
fundamental law. 





Prudent Investment Rates.—One of the promises, direct or 
implied, of the self-styled progressives, is the making of freight 
rates on the basis of prudent investment, presumably in rail- 
roads that are being operated. In other words, nothing is to 
be allowed in rates to cover any of the mistakes made in the 
building of railroads. The promise is made in such way as 
to allow the reader or the hearer to infer that imprudent in- 
vestments in railroads always have something of the crooked 
in them. Therefore, the promise conveys the idea that the 
people are not to pay for the implied crookedness. So far as 
can now be recalled, there has never been any charge that the 
Orient, the Minneapolis & St. Louis, the Chicago Great West- 
ern, or the Pacific Coast extension of the Milwaukee, were ex- 
amples of crookedness in railroad financing. Yet there are 
many who think the Orient is a fine example of imprudent 
investment. Some think it was built before its time. Others 
think it will be of doubtful value at any time. In lesser de- 
gree, probably, the same kind of thoughts are held concerning 
the other railroads mentioned. Assuming that the highly spec- 
ulative term, “prudent investment,” were susceptible of reduc- 
tion to a certainty in a few months, who, it might be asked, 
would lose if the rates on those roads were reduced to a 
prudent investment basis? First, probably, the’ stockholders. 
They could kiss their dollars good-bye in a few days. Then 
the bondholders would find their dollars had become terribly 
emaciated. The courts then would have to appoint receivers 
where there are none now and authorize the receivers thereof 
to issue certificates and raise the money the rates would not 
bring in. Would stockholders and bondholders send good 
money after bad? The rule would be rates high enough only 
to cover “prudent investment.” Without money raised by re- 
ceivers’ certificates, how long, it has been asked, would the 


. 
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members of the railroad brotherhoods be able to run trains? 
Without trains, would there be much railroad service in the 


heart of the country where the “progressive” leaders claim 
great strength? 





Who May Own a Railroad?—One of the questions in the 
background now in the case created by.the application of the 
Bonhomie & Hattiesburg Southern, is as to whether an indus- 
try will be admitted to the sacred circle of those who may own 
railroads. There are industries now in the business of common- 
carrying for hire, but they got in before the new era repre- 
sented by the first tap line decision and the still newer era 
of what some think is super-management of railroad construc- 
tion and operation, represented by the applicable parts of the 
transportation act. The Commission, in the tap line decision, 
tried to put industries out of the common-carrier business by 
a method the Supreme Court said was without warrant in law. 
Some think the court legislated in the opinion on that case 
by saying that the Commission had power to prevent rebates 
by fixing the divisions. If the application of the Bonhomie is 
granted, the Tatum lumber interests will be put into the com- 
mon carrier business. It was suggested, at the argument on 
the application, that purchase of the Hattiesburg branch of 
the Gulf, Mobile & Northern, was merely a meve by the Tatums 
to fend against what might be done to them by the Newman 
lumber interest in the Mississippi Central. Theoretically, of 
course, the Commission could protect the Tatums against the 
Newman interest, if the allegations concerning the Newman 
power were all they implied. But, it has been suggested by 
the Supreme Court in the Chicago Junction case, that, notwith- 
standing the conditions imposed on the New York Central, the 
permission of the Commission under which the Central ob- 
tained the packer railroads, converted neutral terminals into 
terminals of another kind. Usually, a man who has property 
thinks himself aggrieved when something the government does 
narrows the market in which he may sell that property, when 
he wants to sell. The owners of the packer roads wanted to 
sell. The owners of the Hattiesburg branch want to sell. The 
packer roads’ owners were allowed to sell. A wag might sug- 
gest the commissioners need the prayers of the head of the 
Tatum lumber interests, an intensely devout man. A. E. H. 


FOURTH SECTION ARGUMENTS 
The Trafic World Washington Bureaun 

In closing arguments on the transcontinental fourth section 
applications, October 16, S. J. Wettrick for the Seattle Chamber 
of Commerce, J. S. Moore for the Western Pacific and B. W. 
Scandrett for other applicants, emphasized that the desire 
of the railroads and of the coast territory, was for a restoration 
of the competitive condition that prevailed prior to the war, 
when, the railroads and the boat lines were striving for the 
traffic that could move by either agency of transportation, for 
a share of it. In answer to a suggestion that pre-war condi- 
tions were not competitive it was pointed out that the Pacific 
Mail, under terms made by the Commission in other fourth 
section cases, in a few years increased its fleet from seven to 
twenty-seven ships. 

Mr. Moore spoke particularly for the Western Pacific which 
he said, was completed in 1910, when transcontinental railroads 
were permitted to compete with a view to obtaining some of 
the transcontinental business. For a few years, while relief was 
in existence, he said the Western Pacific did well but that now 
its transcontinental business was negligible. All the Western 
Pacific asked, he said, was an opportunity to compete on terms 
of equality and that competition did not spell elimination of 
either kind of transportation. 

Mr. Wettrick said the Commission could not, without going 
back on what it had said heretofore, deny relief. He devoted 
himself to the competition phase of the subject, in effect saying 
that all that was asked was permission for the transcontinental 
railroads to compete with the ships on terms of equality. 
Meeting of competition, he said, would not possibly hurt 
points where there was no competition. 

“You take it that word ‘both’ as used in section 500 means 
something, do you,” asked Chairman Hall, referring to the declar- 
ation in that section that the policy was to “foster and pre- 
serve, in full vigor, both rail and water transportation.” Mr. 
Wettrick said he did. 

“We are not asking, as the ships, for a monopoly, but a 
share of the traffic on fairly equalized rates,” said Mr. Scandrett, 
He added that the basis on which that competition should take 
place was within the control of the water lines because they 
fixed the water rates. Answering questions by Chajrman 
Hall he added that of course if and when the Commission 
decided to allow competition with rail lines it was bound to 
see that the railroads did not undertake to compete with rates 
less than would yield some profit to them. He pointed out that 
the boat lines were not claiming anything under the fourth 
section but only under section 500. The interest of the boat 
lines, eastern lines and eastern shippers was to prevent any 
reduction in rate, he said, and that therefore the Commission 
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could not deny relief on the protest of those interests, unless 
it was prepared to say the rates could not be allowed at ajj 
regardless of the fourth section phase of the matter. Denial 
of relief, he said, would be in the teeth of the statute, which 
forbade relief only when it was based on potential competition 
and ail the decisions of the courts and the Commission. 

Mr. Lyon, he said, frankly argued that all prior decisions 
as to the fourth section by the courts and the Commission were 
wrong, but he suggested that he preferred that the Commission 
adhere to its decisions as to the meaning of the fourth section 


and conditions under which relief from its provisions was author-. 
ized. 


ORDER SPELLS DISASTER 


The Trafic World Washington Bureay 


Application for further hearing on fourth section applica- 
tions Nos. 2705 and 2706, filed by the Santa Fe, and for postpone- 
ment of fourth section order No. 8950, by its terms operative 
November 24, 1924, has been made by the Santa Fe. The ap- 
plications and the orders pertain to the traffic on grain, grain 
products, and hay, from points on its lines in Missouri and 
Kansas to Galveston, Port Boliver and Texas City, than which 
there is no more sensitive adjustment in the country. 

T. J. Norton and F. E. Andrews, attorneys for the applicants, 
in their petition assert that if a rehearing should be granted, 
as it should be, unless the Commission, upon reconsideration, 
should authorize the departures covered by the applications, the 
applicant will be prepared to offer convincing proof of the 
disasterous effect upon the rate structure which would result 
from a denial of the applications. In addition they say they will 
be prepared, at a further hearing, to meet all the requirements 
of the law as now enacted and to present strong proof that this 
is one of the “special cases” in which the Commission is 
authorized, specifically, to grant relief. 

The rates as to which relief is desired, so as to prevent 
a wrecking of the grain adjustment, are those which apply over 
the Santa Fe and the Rock Island. They must transport wheat 
westward, through the Kansas wheat belt for about 200 miles, 
before they can begin hauling it to the ports. They must take 
rates on that grain which the more direct lines have established 
or forego the business. 

That situation was recognized, the Santa Fe claims, by the 
Commission in its decision in Farmers’, Merchants’ and Shippers’ 
Club of Kansas vs. Atchison, Topeka & Santa Fe, 12 I. C. C. 351. 
In that case, the Santa Fe claims, the Commission recognized 
the necessity for the publication of lower rates from Kansas 
City than from the intermediate points on the lines mentioned, 
and prescribed or authorized the publication of higher rates 
from the intermediate points through which the grain in ques- 
tion must pass on its way to the gulf over the less direct route 
of the Santa Fe. The rates that do not conform to the fourth 
section, it is asserted, move little grain, but they serve to protect 
rates over other routes. 


TRACK SCALES SHOW IMPROVEMENT 


Fifty-six and nine-tenths per cent of all the railroad track 
scales tested by the Bureau of Standards of the Department of 
Commerce in the last fiscal year passed the prescribed tolerance, 
the bureau announces, whereas the year before only 51.6 per cent 
met these requirements. When the inspection of these scales 
was first begun in 1914 only 38.2 per cent were satisfactory. 
It is evident, the bureau considers, that a gratifying improve- 
ment has grown out of this work, which is of importance to 
everyone, since freight charges are based on tonnage as deter- 
mined by these scales. 

Three special testing equipments are used for this work 
and they travel all over the country, being on the road the 
greater part of the year. Railroad track scales will weigh 
loads up to 150 tons, so that their testing is not an easy matter. 
The testing must be well done, however, as the prescribed 
tolerance calls for an accuracy of two-tenths of one per cent 
of the applied load, or 200 pounds per fifty tons. 

Scales were tested in the last year in 37 states and in the 
District of Columbia. Nineteen master scales were tested, these 
being used as standards of the company to which they belong, 
and 1,019 commercial scales. The results are considered repre- 
sentative. 

Scales in the western district made the best showing, as 
60.2 per cent were within the tolerance, while in the eastern dis- 
trict only 56.7 per cent passed, and in the south the proportion 
was still lower, only 43.8 per cent being found up to standard. 
The greatest increases in accuracy over the results of last year 
tests were found in these two districts, however. 


ABANDONMENT AUTHORIZED 


The Caddo & Choctaw has been authorized to abandon, as 
to interstate and foreign commerce, approximately one mile 
of railroad in Pike county, Arkansas, extending from a con- 


nection with a branch line of the Missouri Pacific at Roseboro 
to milepost No. 1. ; 
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INDUSTRIAL ROAD CASE 


An order of dismissal has been entered in No. 13665, Ohio 
Quarries Company et al. vs. New York Central et al., mime- 
ographed. The report also covers a sub-number, Lorain & 
Southern vs. New York Central, involving the reasonableness of 
allowances made by the New York Central to the Lorain & 
Southern, the stock of which is owned by the quarries company. 

The Commission found the Lorain & Southern was a com- 
mon carrier entitled to receive either divisions or absorption 
of allowances, but that the amount now paid the Lorain & 
Southern, $3.29 per car, for the service rendered by it in haul- 
ing cars, about one mile, had not been shown to have been or 
to be unreasonable or otherwise unlawful. 

A further holding was that the rates on stone and stone 
products from South Amherst, O., from which the Lorain & 
Southern operates, to the junction with the New York Central, 
had not been shown to have been or to be unreasonable or 
otherwise unlawful. 

The quarry company alleged the rates from South Amherst 
were not in accord with the law to the extent they represented 
the unabsorbed difference between the Lorain & Southern’s 
charge of $6.75 per car and the New York Central’s allowance 
of $3.29 per car. The industrial road alleged the $3.29 allowance 
was calculated on a plant industry basis and was not sufficient 
allowance on a common carrier basis. It alleged the through 
rates were unduly prejudicial to shippers on its line by the 
amount of the difference between the New York Central’s al- 
lowance and its own charge for the service rendered by it. 
The New York Central denied the Lorain & Southern was a 
common carrier. The prayer was for an order requiring the 
New York Central to recognize the Lorain & Southern as a 
common carrier and to pay it a reasonable and proper com- 
pensation for the services performed by it as a common carrier. 

Full absorption of the charge of the Lorain & Southern’s 


.charge would put South Amherst on the same rate basis as 


Amherst, the junction point. 


IRON ORE SPOTTING CHARGES 


The Commission has dismissed No. 11074, Jones and Laugh- 
lin Ore Co. et al. vs Director-General, Chicago, Milwaukee & 
St. Paul et al., mimeographed, on a findng that the stock-pile 
spotting charges on iron ore ranges in Minnesota, Michigan 
and Wisconsin, and rates on iron ore, thence to vessels at 
Lake Superior and Lake Michigan docks, in 1918, 1919, 1920 
and 1921 were not unreasonable or otherwise unlawful. 

The complaint assailed a charge of $7.50 per hour, minimum 
eight hours, in addition to the rates to the lake ports, for the 
use Of a locomotive and crew, when ordered by the shipper, 
for spotting cars in the loading of iron ore from stock-piles 
or shafts, or for other service required by mining companies 
on the Mesabi range in Minnesota and the Marquette and 
Menominee ranges in Michigan. It alleged that the charge, plus 
the rates to the ports, resulted in total charges on iron ore 
shipments that were unjust, unreasonable, unjustly discrimi- 
natory and unduly prejudicial, in violation of the first three 
sections of the interstate commerce law and section 10 of the 
federal control law. The Commission was asked to order a 
discontinuance of the charge and award reparation. 

A number of other mining companies intervened in support 
of the complaint on shipments from ranges other than those 
mentioned. The Commission overruled an objection by the 
railroads, saying the mining companies that intervened were 
operating in the same general territory and paid the same 
charge. As a result of negotiations between the mining com- 
panies and the railroads the charge was discontinued on March 
15 and July 1, 1921, leaving only the question of reparation. 
The Commission said the railroads introduced data showing 
that the cost of the service was greater than the charge. Data 
offered by the complainants showed to the contrary. The Com- 
mission said it was not feasible to determine whether the road- 
haul rates were sufficient to cover the cost of stock-pile spot- 
ting. It said it considered this spotting charge in the Adriatic 
Mining case, 78 I. C. C. 611, and held against the contentions 
of the mining companies. It said the record in this case did 
not warrant any different conclusion. 


CHLORIDE OF ZINC RATES 


The Commission, in I. and S. No. 2147, chloride of zinc, 
Chicago and St. Louis groups to Texarkana, mimeographed, 
found the railroads had justified their proposal to establish 
equal rates on liquid and dry or fused chloride of zinc, from 
the two groups of origin mentioned, to Little Rock, North Little 
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Rock, Texarkana and other Arkansas points. The operation 
will be to reduce rates on the dry or fused chloride and in- 
creasing those on liquid. The liquid is carried in tank cars 
and the dry in metal drums in box cars. 

According to the Commission’s report, St. Louis is the only 
point of origin having different rates on liquid and dry chloride. 
The St. Louis rate is the measure of rates from Chicago to the 
destination territory. Chicago takes the fifth class differential 
over St. Louis. 

Protests by the Monsanto Chemical Works at East St. Louis 
caused the schedules to be suspended. At the hearing, the 
Commission said, the General Chemical Company, with a plant 
at Hegewisch, Ill., also opposed the rates, while the Grasselli 
Chemical Company introduced testimony in favor of the pro- 
posal. The Monsanto and General companies, according to the 
report, ship the chloride, a wood preservative, in liquid form, 
while the Grasselli ships in the dry or fused form, the last 
mentioned shipping from Grasselli, Ind., a Chicago switching 
district point. 

Chloride of zinc is rated fifth in Official and Western and 
sixth in Southern Classification territory, regardless of form, 
says the report in one place and “the same” in all territories, 
in another. Prior to 1921, the report says, the class rates were 
applied. Since that time, however, the railroads have dis- 
tinguished between liquid and dry or fused chloride in their 
rates from St. Louis. The present rate from St. Louis to Little 
Rock on the fused chloride is 45.5 cents, minimum 40,000, and 
19 cents on liquid, minimum capacity of the tank car. 

The proposal that has been found justified is to raise the 
liquid rate from 19 to 25 cents and reduce the fused rate from 
45.5 to 25 cents, or 36 cents from Chicago. 

The railroads said the proposed rates were published in 
order to satisfy repeated complaints by the Grasselli company. 
That company contended, the railroads said, that it was im- 
proper for the rates on fused chloride to be higher than those 
on chloride in solution. The railroads contended the rates to 
Arkansas points were too low and were established to assist the 
St. Louis manufacturer in meeting competition at Little Rock. 

According to the report, the Grasselli company assumed the 
burden, principally, of justifying the proposed rates. The pro- 
testants opposed the same level of rates on the ground that fused 
and liquid chloride were not analogous commodities, from a 
transportation point of view. They said the value of the fused 
was substantially double that of the liquid; that the liquid moved 
in greater volume; that the fused contained nearly twice as 

much zine chloride as the liquid and that for that reason ap- 
proximately nearly two cars of the liquid were necessary to 
treat as many railroad ties, using ties for illustration, as could 
be treated with one car of fused. They said they could not 
compete with the manufacturers of dry chloride if the rates 
were the same. 


The Commission quoted from cost statistics submitted by 
the protestants and by the Grasselli company. The latter con- 
tended that under the existing rates it was at a disadvantage 
with the shippers of liquid chloride of $493.64 per car, and that 
under the proposed equilization it would still be at a disad- 
vantage of $173.15. 

As to the measure of the rates proposed, the Commission 
said they were not unduly high. It took note of the fact that 
the average loading of the fused chloride was 93,908 pounds on 
100 cars shipped by the Grasselli company. It advised the rail- 
roads to publish a minimum weight on fused chloride more 
commensurate with the actual loading. As to the service 
rendered by the carriers it said: 


The service rendered in transporting liquid is at least as 
great as in transporting fused. Box cars, loaded with fused, 
will usually secure a return load in the opposite directon. Pri- 
vate tank cars in which the liquid is shipped, return to points 
of origin empty. The manner in which zinc chloride is shipped 
is a matter of convenience to the shipper and a matter of 
preference to the consumer. After arrival at destination it is 
necessary to reduce the commodity to a solution containing a 
uniform percentage of zinc chloride, regardless of whether it 
is received in fused or liquid form. It would appear that there 
is more economical use of transportation facilities in shipping 
in the dry form. 


EXTENDS MEMPHIS SCALE 


A revision of rates on fertilizer and fertilizer compounds 
from Little Rock to Oklahoma and Texas destinations, to be 
made not later than December 27, has been ordered in No. 
14371, Arkansas Fertilizer Company vs. Abilene & Southern 
et al. (mimeographed), with the rates prescribed in the Mem- 
phis-Southwestern case as the foundation. The complainant 
alleged the rates on those commodities, in carloads and less 
than carloads, from Little Rock, to destinations in Texas and 
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Oklahoma, were unreasonable, unjustly discriminatory, unduly 
prejudicial, and, to Texas, in violation of the aggregate of 
intermediates clause of the fourth section. 

The Commission said the fourth section feature of the 
case had been considered in Through Rates to Points in 
Louisiana and Texas, 38 I. C. C. 153 and disposed of in third 
supplemental fourth section order No. 5408, the latter denying 
authority to continue rates out of line with the aggregate of 
intermediates, as to class rates on June 1, 1923, and as to 
commodity rates, as of September 1, 1923. 

According to the Commission’s report the complainant asked 
for the establishment of distance carload commodity scale 
rates, the same from Little Rock to Texas as from Little Rock 
to Oklahoma. The Commission discussed the complaint in the 
light of the Memphis-Southwestern, Natchez Chamber of Com- 
merce and other cases involving rates in the southwest, some 
pending and some disposed of. In conclusion it said: 


We find that the rates assailed on fertilizer and fertilizer com- 
pounds, in less-than-carloads, from Little Rock to points in Oklahoma 
are not unreasonable or otherwise unlawful; and that the rates 
assailed on the same traffic in carloads from and to the same points 
are not unjustly discriminatory or unduly prejudicial, but that they 
are, and for the future will be, unreasonable to the extent that they 
exceed or may exceed the distance scales of single-line and joint- 
line commodity rates on fertilizer and fertilizer compounds, in car- 
a prescribed in Memphis-Southwestern Investigation, 77 I. C. 


We further find that the rates assailed on fertilizer and fertilizer 
compounds, in less than carloads from Little Rock to Texas points 
are, and for the future will be, unreasonable to the extent that they 
exceed or may exceed for all distances to Texas common-point terri- 
tory the fourth-class distance scales of single-line and joint-line rates 
prescribed in Memphis-Southwestern Investigation, 55 I. C. C. 515, as 
modified by subsequent general increases and reductions, and to Texas 
differential territory to the extent that they exceed or may exceed 
the same distance scales plus the present fourth-class differentials on 
traffic from Little Rock to destinations in Texas differential territory; 
that these assailed rates are not unjustly discriminatory, but are and 
for the future will be unduly prejudicial to complainant and prefer- 
ential of shippers at Shreveport; and that this undue prejudice and 

reference should be removed by establishing from Shreveport to all 
exas points a basis of rates no lower than the basis of rates con- 
temporaneously maintained from Little Rock to the same destinations. 

We further find that the rates assailed on fertilizer and fertilizer 
compounds, in carloads, from Little Rock to Texas points are and for 
the future will be unreasonable to the extent that they exceed or may 
exceed for all distances to Texas common-point territory the distance 
scales of single-line and joint-line commodity rates on fertilizer and 
fertilizer compounds, in carloads, prescribed in Memphis-Southwestern 
Investigation, 77 I. C. C. 474, and to Texas differential territory to the 
extent that they exceed or may exceed the same distance scales plus 
the present differentials on fertilizer and fertilizer compounds, in car- 
loads, from Little Rock to destinations in Texas differential territory; 
that these assailed rates are not unjustly discriminatory, but are and 
for the future will be unduly prejudicial to the complainant and prefer- 
ential of shipper at Shreveport; and that this undue prejudice and 
preference should be removed by establishing from Shreveport to all 
Texas points a basis of rates no lower than the basis of rates contem- 
poraneously maintained from Little Rock to the same destinations, 


SWIFT LUMBER RULE CASE 


Applying the rule laid down by it in the Swift Lumber 
Company case, 61 I. C. C. 485, and approved by the Supreme 
Court of the United States in United States vs. Illinois Central, 
263 U. S. 515, the Commission, in a mimeographed report on 
No. 12886, Fleming Brothers et al. vs. Garyville Northern Rail- 
road Company et al., has prescribed differentials on yellow 
pine lumber, to be made effective not later than December 20, 
from Frost and Verdun, La., to destinations in Official and 
Western Trunk Line territories, and in Oklahoma, Texas, Ken- 
tucky and Tennessee. It has found the existing rates unrea- 
sonable and awarded reparation. It denied the prayer of the 
complainants for “general damages.” 

Frost and Verdun are local points on the Garyville North- 
ern. That short line extends 35 miles from Livingston, its 
northern terminus, a point on the Yazoo & Mississippi Valley, 
to Garyville, its southern terminus, and junction with the Yazoo 
& Mississippi Valley and the Louisiana Railway & Navigation 
Company. Rates on yellow pine have been and are to remain 
cents per 100 pounds above the junction point rates. 

The request was for reasonable and non-prejudicial rates, 
reparation on shipments since March 1, 1920, and also “general 
damages.” The Commission said the complainants desired 
rates on the basis of the Livingston and Garyville rates, or at 
least not exceeding those rates by more than the differentials 
accorded to points on the other short lines connecting with 
the Illinois Central system. The Garyville Northern, the Com- 
mission said, was in the extreme southern end of the territory 
to which the Illinois Central accorded the group rates and that 
hauls from Frost and Verdun were longer than the average 
haul from the group. The group adjustment, it added, was 
voluntarily established by the Illinois system and that the rates 
from within the group from which the hauls were longer or 
shorter than the average haul had to be considered in con- 
nection with the group rate. It said the complainants relied 
upon the Swift Lumber Company case, for relief from differ- 
entials that ranged, between March 1 and August 26, 1920, from 
3.5 to 4.5 cents and after August 26, from 4.5 to 6 cents, from 
Frost, the differential depending upon the volume of the rate. 
The differentials from Verdun were higher, but, the Commis- 
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sion said, that, inasmuch as there were no shipments from that 
point prior to November, 1921, statement of them was not im- 
portant. 

The defendants contended, the Commission said, that the 
facts presented warranted a reversal of the conclusions reached 
in the Swift Lumber Company case. The Commission said the 
evidence in this case was more detailed, but that there was 
no substantial difference in the material facts and that the 
Swift case was controlling. The findings are as follows: 


Following the Swift Lumber. Company case, supra, and upon this 
record, we find that the rates assailed from Frost were unreasonable 
to the extent that they exceeded by the following amounts the cor- 
responding contemporaneous rates from Livingston and Garyville; to 
destinations in Tennessee and Kentucky other than Ohio River cross- 
ings, 2.5 cents; and to the other destinations covered by the com- 
plaint, 2 cents. We further find that complainants R. H. Fleming 
and W. C. Flem™mg made shipments as described and have been 
damaged, with respect to the shipments upon which they paid and 
bore the freight charges, in the amount of the difference between the 
charges collected and those which would have accrued at the rates 
herein found reasonable; and that they are entitled to reparation, 


with interest. Complainants should comply with Rule V of the Rules 
of Practice. 


We further find that the rates assailed from both Frost and 
Verdun to the destinations covered by the complaint to which the 
rates are blanketed from points producing yellow pine on the Iilinois 
Central system south of Jackson and Vicksburg, Miss., and on the 
Louisiana Railway & Navigation Company east of the Mississippi 
River, were, and that for the future they will be, unduly prejudicial 
to complainants to the extent that they exceeded or may exceed the 
corresponding contemporaneous blanket basis of rates maintained 


from Livingston and Garyville. An appropriate order for the future 
will be entered. 


NO DAMAGE SHOWN 


The Commission has dismissed No. 15227, Fowler Commis- 
sion Co. vs. St. Louis-San Francisco, mimeographed, thereby 
denying reparation on account of charges for switching grain 
and grain products, between points in the Kansas City, Mo. 
Kans., switching district, on the ground that no damage had 
been shown under sections 2, 3, and the long and short haul 
clause of section 4. The complaint was that the charges were in 
violation of the sections mentioned to the extent they exceeded 
those contemporaneously applicable on. similar traffic of the 
Kimbail Milling Company, between February 3, 1921, and Sep- 
tember 23, 1923. 

The Rosedale elevator, operated by the complainant, and 
the Kimball mill are on the tracks of the defendant at Rose- 
dale, Kans., within 200 feet of each other, the former being inter- 
mediate to the latter on both inbound and outbound traffic. ac- 
cording to the report of the Commission. The charges assailed 
were those maintained by the Frisco for switching between its 
connections and the grain industries, on traffic which originated 
at, or moved to, non-competitive points on other lines outside the 
district. The applicable charges paid by the complainant were 
$7 and $6.30 prior to and after August 30, 1922. The charges on 
traffic to and from the Kimball mill were $5.50 and $4.95. March 
30, 1922, the respondent proposed to increase the charge on traffic 
to the Kimball mill to $6.30 but the increase was condemned 
in Switching Charges on Grain, 80 I. C. C. 601. Subsequent to 
the filing of the complaint, the charge to the Rosedale elevator 
was reduced to $4.95, the same as to the Kimball mill. That is 
satisfactory. 

No evidence of specific damage, the Commissior said, was 
offered. Therefore, on the rule laid down in the International 
Coal case, 230 U. S. 184, and followed in Iten Biscuit Co. 50 
I. C. C. 724; 53 I. C. C. 729, and the Portland Seed case, 265 
U. S. 403, the Commission dismissed the case saying no useful 
purpose would be served to pass upon the allegations of the 
complaint. 


SWITCHING CASES DISMISSED 


An order of dismissal has been entered in No. 14842, Caddo 
Central Oil & Refining Corporation vs. Director-General, Kansas 
City Southern et al. and a sub-number thereunder, Same vs. 
Kansas City Southern, mimeographed, on a finding that the 
switching charges of the Kansas City Southern, assessed on 
petroleum and it products, from Cedar Grove, La., to an indus- 
try on the Houston & Shreveport, within the switching limits 
of Shreveport, La., in the period of federal control, and those 
assessed on like shipments from Cedar Grove and Gas Center, 
moving to interstate destinations in 1921 and 1922, were inap- 
plicable. 

The cars from Cedar Grove into Shreveport, 113 in number, 
were moved between February 16, 1918, and February 27, 1920. 
The cars switched from Cedar Grove and Gas Center to the 
defendant’s interchange track in Shreveport, were handled in 
1921 and 1922. The Kansas City Southern contended the com- 
plaints were not filed within the statutory period, but the com- 
mission, computing the time the matter was under informal 
discussion, held to the contrary. 

Tariff interpretation was the substance of the complaint. 
The Commission found inconsistency and ambiguity in the 
language of Kansas City Southern tariffs and applied the rule 
that “as between inconsistent or conflicting tariff provisions, 
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force and effect must be given precedence to those provisions 
which result in the lowest charges to the shipper.” The tariff 
contained charges for “intra-yard or inter-yard switching, and 
switching incident to a line haul.” But both items contained a 
concluding provision that “shipments from team tracks or in- 
dustries on the Kansas City Southern at Shreveport to con- 
nections with the several carriers at Shreveport “when destined 
to team tracks or industries” on such lines” were subject to 
somewhat lower charges than those provided in the opening 
portions of the tems relating to the two classes of switching. 
The Kansas City Southern denied the applicability of the 
limitation resulting in lower charges. It contended the con- 
cluding provision was intended to afford a relatively lower 
charge on movements from points on its line at Shreveport to 
team tracks or industries on other lines at that point, either 
to complete loading or for partial unloading, and for subsequent 
line-haul movement. In discussing that conflict of tariff pro- 
yisions and disposing of the cases, the Commission said: 


Whatever may have been defendant’s intention with respect to 
restricting the application of the lower charge the tariff must be 
construed strictly in accordance with its printed language. Cer- 
tainly the desired restriction would have been better effected if the 
lower charge had been published in a separate item. By_ publishing 
this charge in identical language in two items diametrically opposed 
to each other in their application defendant was responsible for tar- 
iff provisions which were ambiguous and contradictory and provisions 
of that character must be construed in favor of the shipper. The 
contention as to items 475-a and 610 that the provision for a charge 
of $4.50 between defendant’s connections with the several lines and 
Cedar Grove is entitled to precedence because it is specific whereas 
the provision for the lower charge is general in characer, is without 
merit. Although complainants’ plant is located at Cedar Grove it is 
also an “industry on the K. C. S.’”’ The so-called “specific” charge 
of $4.50 could have applied from a team track at Cedar Grove if one 
was located there. Furthermore, the provision that a certain charge 
applies “from” or “to” a given point is even more specific than a 
provision applying “between” two points. The further contention 
that the lower charge provided in item 460 was inapplicable be- 
cause the shipments were destined beyond Shreveport is equally 
lacking in merit. The words ‘“‘when destined to team tracks or in- 
dustries on above lines’? were inconsistent and in direct conflict with 
the sentence governing the application of the item itself. As _be- 
tween inconsistent or conflicting tariff provisions force and effect 
must be given to those provisions which result in the lowest charges 
to the shipper. Item 460 by its terms was applicable on switching 
services which were incident to a line haul beyond Shreveport and 
complainants were entitled to the lowest charge provided in that 
item for the service rendered to it. 

We find that the switching charges assessed on petroleum or 
its products, in carloads, switched from Cedar Grove, La., to an in- 
dustry on the Houston & Shreveport, within the switching limits 
of Shreveport, La., were inapplicable to the extent that they were 
greater or less than $2.50 per car from February, 1918, to June 25, 
1918, $3 per car from June 25, 1918, to February 2, 1919, and $5 per 
car from February 2, 1919, to March 1, 1920, for the portion of the 
movement over the line of defendant. 

We further find that the charges assessed for the switching serv- 
ices of defendant at Shreveport, La., on shipments of petroleum or 
its products, in carloads, from Cedar Grove and Gas Center, La., 
moving to interstate destinations beyond Shreveport during the period 
January 1, 1921, to April 22, 1922, were inapplicable to the extent 
that they exceeded $3.50 per car. 

Inasmuch as the record indicates that some of the shipments dur- 
ing Federal control were undercharged and others overcharged, and 
that no charges at all were paid on some of the shipments during 
1921 and 1922 for the switching service performed by the defendant, 
no order awarding reparation will be entered. The parties, neverthe- 
less, will be expected to effect a settlement in accordance with the 
charges herein found applicable. 


SLAG SCALE PRESCRIBED 


The Commission, in a report written by Chairman Hall, on 
No. 13662, Duquesne Slag Products Company et al. vs. Penn- 
sylvania et al., mimeographed, has prescribed a scale to be 
used in making rates on crushed slag from producing points 
in eastern Pennsylvania to destinations in New York, New 
Jersey, Delaware, Maryland, Virginia and the District of Co- 
lumbia. The rates‘are to be established not later than De- 
cember 29. The Commission found the rates unreasonable and 
unduly prejudicial. The report also covers No. 14204, John M. 
Buckland, trading as National Slag Company, vs. Atlantic City 
Railway et al. 

The points of origin in the leading complaint are Birdsboro, 
Pottstown and Swedeland; in No. 14204, Bethlehem, Hokenda- 
qua, Emaus and Lebanon, Pa. The destinations in the leading 
complaint are in New Jersey, Delaware, Maryland, and Vir- 
ginia on the Pennsylvania lines; in No. 14204, in New York, 
New Jersey, Delaware, Maryland, Pennsylvania, and the Dis- 
trict of Columbia on the lines of the Pennsylvania, the Reading, 
the Baltimore & Ohio and their subsidiaries. 

Chairman Hall said inconsistency in the rates covering slag 
was marked particularly in those from the plants of the Na- 
tional Slag Company. It said that in some instances the rates 
from those plants were on the same basis as from the Duquesne 
Plants at Pottstown and Birdsboro and in others as low as, or 
lower than, the rates under the Birdsboro scale. The Birds- 
boro scale was found reasonable on application on slag from 
the plants of the Duquesne producers. The application of 
sixth class rates on slag moving in competition with slag under 
commodity rates, he said, was indefensible, and defendants, he 
said, did not attempt to justify it. The finding was that the 
rates on slag from Lebanon, Emaus, Hokendauqua and Bethle- 
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hem for distances not in excess of 220 miles, distamces to be 
computed over short-line routes, whether composed of one or 
more carriers, are, and for the future would be, unreasonable 
to the extent they exceed or may exceed rates made in accord- 
ance with the following scale: 


Miles *(cts.) t(cts.) Miles *(cets.) t(cts.) 
a eee 80 100 Ok Sees 16 180 
Wee Me ccc wigs eens 85 105 TREE kc bec oes one 160 180 
mp eee 90 110 ie eee ee 160 180 
See SO Eieds dw ees 105 125 eee ae 175 195 
Ee eee ere 115 135 SEE wed Use ccuie’ 175 195 
SRR Ona 125 145 / - es 185 205 
ee eee Se ae 125 145 Re ot eee ee 185 205 
Ue, eee eee 140 160 cg, BE ee oe 185 205 
TEEAEOD winds o Ree 140 160 SA BENO: ctassicedvcswe 185 205 

2 150 170 





Rates per net ton. The (*) refers to one line of railroad, or 
two or more lines of railroad under the same management and con- 
trol; and (+) to two or more lines of railroad not under the same 
management and control. 


COTTON RATES UNREASONABLE 


A finding of unreasonableness, an award of reparation, and 
an order requiring the establishment of new rates not later 
than February 10, 1925, have been made in No. 14550, South- 
west Cotton Company vs. Arizona Eastern et al., mimeographed, 
as to rates on cotton and the charges thereunder, from Phoenix 
and near-by points in Arizona to Columbus, Eatonton, Macon 
and Thomaston, Ga. 


In fourth section order No. 9033, based upon application No. 
349, by Countiss, and individual applications by railroads east 
of the Mississippi River, the Commission denied relief as to 
the rates in question, as of February 10. 


The complaint alleged the rates were unreasonable, un- 
justly discriminatory, unduly prejudicial and in violation of 
the long-and-short-haul clause of the fourth section. The com- 
plainant’s evidence, the Commission said, related solely to the 
rates to the four destinations named and said only those rates 
would be considered. The cotton involved was from the Salt 
River Valley, known as long staple Pima variety, which was 
said to be of finer grade and of considerably more value than 
the ordinary up'and cotton of Texas and the southeast. It was 
said, however, that at present some of the acreage of the Salt 
River Valley was being turned to short staple cotton, hence 
the interest in the rates for the future. The Commission said 
the rates were unreasonable to the extent they exceeded, ex- 
ceed or may exceed the following: 


(1) Prior to July 1, 1922, amount per 100 pounds: (a) On com- 
pressed cotton $1.735; (b) on uncompressed cotton, with privilege to 
carrier of.compression, $1.935; (c) on uncompressed cotton, $2.235. 

(2) On and after July 1, 1922, amount per 100 pounds: (a) On 
compressed cotton, $1.56; (b) on uncompressed cotton, with privilege 
to carrier of compression, $1.74; (c) on uncompressed cotton, $2.01. 


NO DAMAGE SHOWN 


In a mimeographed report on No. 10420, Donner Steel Com- 
pany, Incorporated, vs. Delaware, Lackawanna & Western, Di- 
rector-General, et al., on further hearing, the Commission has 
affirmed the finding in the original report, 57 I. C. C. 745, that 
the complainant had not shown that it had suffered any dam- 
age by reason of the practice of the defendants in spotting cars 
or making an allowance therefor at plants of complainant’s 
competitors in the Buffalo rate district while refusing to spot 
cars or make allowance therefor at the complainant’s plants. 
Reparation was denied in the original report and the Commis- 
sion on further hearing adhered to that finding. 

Commissioners Campbell, Cox and McManamy dissented, 
without, however, writing their views. The Commission said 
the proximate cause of the complainant’s damage, if any was 
suffered, had not been shown to have been the result of undue 
preference of its competitors at Buffalo. It said the most im- 
portant mills in the iron and steel industry were in the Pitts- 
burgh and other districts in Pennsylvania and Ohio. Many 
of them, it said,. had the benefit of interchange switching ar- 
rangements similar to those accorded to the Donner Company’s 
competitors. Those mills, the Commission said, unquestion- 
ably were more of a factor in determining the prices of iron 
and steel products than the smaller mills at Buffalo. The Com- 
mission pointed out that its finding of undue prejudice in the 
original opinion was directed against the undue preference 
existing in favor of the complainant’s competitors in the Buffalo 
rate district and not throughout the iron and steel districts 
generally. 

The original report in this case was made June 7, 1920. 
The Commission found there was no violation of section 1 but 
that the practice of the railroads to spot cars or to make an 
allowance for spotting cars for, or at the plants of the Lacka- 
wanna Steel Company, the Buffalo Union Furnace Company 
and the Wickwire Steel Company, the Donner Company’s com- 
petitors in the Buffalo district, while refusing to spot cars or 
to make an allowance therefor at the Donner plants, had been, 
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and for the future would be, unduly prejudicial to complainant, 
in violation of the third section. 

In the original report, the Commission said the burden of 
proof to establish the fact and amount of damage due to un- 
just discrimination or undue prejudice as the proximate cause 
was upon the complainant, in accordance with the’ rule laid 
down in the International Coal Case, 230 U. S. 184. 

The complainant filed a petition for rehearing August 30, 
1920, which was denied September 21 of that year. A supple- 
mental petition for rehearing and reargument was denied No- 
vember 27, 1920. The complainant then instituted mandamus 
proceedings to require the Commission to award reparation. 
The court of appeals of the District of Columbia denied that 
petition. In the course of its opinion, the court said, that while 
it was difficult to understand just the theory upon which the 
Commission, in the light of its former decisions, reached the 
conclusion that the appellant had not been damaged, yet the 
law reposed in it jurisdiction to pass upon issues of fact, and 
if evidence had been excluded that should have been admitted, 
or a wrong conclusion of fact had been reached, and errors of 
law occurred, it resulted, from the mistaken judgment which 
could only be reviewed and corrected on a proceeding in error. 
After having lost its move for a writ of mandamus, the steel 
company obtained a further hearing. The railroads challenged 
the Commission’s right to reopen the case after the lapse of 
the 60-day period prescribed by the Commission’s Rules of Prac- 
tice for the filing of petitions for rehearing in cases relating 
to reparation. The Commission said that, without dwelling 
upon its right to waive this rule, when circumstances justified, 
that it was sufficient to say that although the case was decided 
June 7, 1920, the report was not served until June 29, 1920, and 
the corrected reprint thereof not until July 15, 1920. It pointed 
out that the complainant’s original petition for rehearing was 
filed 45 days after the service of the corrected reprint and was 
therefore within its prescribed period. The petition for rehear- 
ing, upon which the case was reopened, the Commission said, 
was merely a supplemental one. 


INCREASES NOT JUSTIFIED 


In a mimeographed report on I. and S. No. 1980, Class and 
Commodity Rates from Various Points to Mesa, Arizona, and 
No. 13139, Graham & Gila Counties Traffic Association vs. Ari- 
zona Eastern et al., in so far as the findings and order therein, 
contained in 18 I. C. C. 134, affected the rates to Mesa and 
Nogales, Ariz., written by Commissioner Esch, the Commission 
found the proposed increased class and commodity rates from 
’ El Paso, points in eastern transcontinental groups, and points 

in California, Oregon, Washington, Nevada and Utah, to Mesa, 
— not justified. It ordered the suspended schedules can- 
cele 

A further finding was that the maintenance of class and 
commodity rates from various points to Mesa and Nogales 
relatively lower than those to points on the Globe division of 
the Arizona Eastern not unduly prejudicial and preferential, 
and modified its previous order and findings in No. 13139, 81 
I. C. 134. It referred to its findings in the last mentioned case 
as an indirect one. 

Commissioner Campbell, in a dissent, said he agreed that 
the suspended schedules had not been justified. He said that 
while he believed that rates from western points to stations on 
the Globe division might properly be relatively higher than to 
Mesa and Nogales, he could not agree with the finding of the 
majority that rates from eastern points should be any higher 
to points on the Globe Division than to Mesa. 


¢ Commissioners Aitchison and Eastman also dissented but 
did not write their views. 


CLAY REPARATION ORDERED 


A finding of unreasonableness and ‘an order requiring the 
carriers to pay definite sums in reparation have been made 
in No. 15036, Midland Terra Cotta Company vs. Pittsburgh, Cin- 
cinnati, Chicago & St. Louis et al., and a sub-number there- 
under, Northwestern Terra Cotta Company vs. Same, mimeo- 
graphed, as to the rates and charges thereunder, on clay, from 
Centerpoint, Ind., to Chicago, between October 28, 1920, and 
June 1, 1922. The complaints alleged that a rate of $2.24 
was unreasonable to the extent it exceeded $1.96 per ton. The 
Commission found the rate unreasonable to the extent it ex- 
ceeded $2.11 per ton, minimum 60,000 pounds, and awarded 


$292.38 to the Midland and $1,312.83 to the Northwestern com- - 


pany, with interest. 


BEET SUGAR REPARATION 

The Commission, in a mimeographed report on No. 14260, 
Charles L. Bird vs. Director-General, and two sub-numbers 
thereunder, W. F. Schrafft & Sons Corporation et al. vs. Same 
and New England Confectionery Company vs. Same, found the 
rates assessed on beet sugar, carloads, shipped from Utah 
points to Boston, in November and December, 1919, and Janu- 
ary, 1920, inapplicable and awarded reparation to the basis of 
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the applicable rates. The Commission found that the applica. 
ble rates were $1.01, minimum 60,000, and $1.11, minimum 33. 
000, and that the shipments, except one, were overcharged. It 
awarded reparation to that basis. 


OVERCHARGES ON POTATOES ; 


The Commission has dismissed No. 14884, J. C. Famechon 
Company vs. Atchison, Topeka & Santa Fe et al., mimeographed, 
on a finding that rates assessed on potatoes from Columbia 
Falls, Kalispell and Somers, Mont., to Anthony, Arkansas City, 
Goodland, Hutchinson, Wichita and Winfield, Kan., and Ponca 
City, Okla., in April, May and June, 1921, were inapplicable, 
and the applicable rates were not unreasonable. It directed 
the refund of overcharges to the basis of a rate of $1.20% to 
Ponca City and $1.08% to the other destinations named. The 
rates assessed were $1.12% cents to Wichita, $1.201%4 to Ponca 
City, $1.26 to Goodland, and $1.081%4 to the other destinations 
except that the $1.081% rate was assessed on one shipment to 
Wichita. The complainant contended that the applicable rates 
were 75.5 cents to all the destinations except Ponca City and 
90 cents to the latter, minimum 40,000 pounds. 


LETTUCE CASE DISMISSED 


An order of dismissal has been entered in No. 15043, A. ¢, 
Martin et al. vs. Pennsylvania et al., mimeographed, on a 
finding that charges on lettuce from points in New York to 
New York City, over interstate routes, and Philadelphia, in 
June, July and August, 1921, were applicable. The complainant 
alleged the rates assessed were illegal, in violation of the 
sixth section. The facts, the Commission said, were similar 
to those in Passow & Sons vs. C. M. & St. P., 37 I. C. C. 711, 
and Zelniker Supply Company vs. T. & O. C., 51 I. C. C. 133, 


in which the Commission found the carload rates were ap- 
plicable. 


ESTIMATED WEIGHT CASE 


The Commission has dismissed No. 15064, B. F. J. Odell vs. 
Michigan Central, mimeographed, on a finding that the charges, 
based upon an estimated weight of 20 pounds per 12-quart 
basket, assessed on grapes, carloads, shipped from Decatur, 
Mich., to Chicago, in 1921, were not unreasonable or otherwise 
unlawful. 

Charges were collected at a minimum weight of 20,000 
pounds per car prescribed in Official Classification. The shipper 
inserted the weight in the billing on the understanding that, al- 
though the grapes weighed less than 20,000 pounds, charges 
would be assessed at the minimum weight. But the 20,000 mini- 
mum is subject to the exception that, in the absence of a weight 
agreement charges will be assessed at an estimated weight of 
20 pounds pr 12-quart basket. Odell was billed for undercharges, 
the return of which he sought by means of the complaint. He 
alleged the estimated weight was unreasonable. The Commis- 
sion said he did not offer any evidence respecting the measure 
of the rate and did not introduce the weighing slips covering 
the shipments. 

The Commission said that if the complainant were not 
satisfied to ship under the estimated weight provision of the 
tariff he should have applied for a-weight agreement under which 
he could have had his shipments moved at their actual weights. 
It said the provisions did not appear, on this record, to have 
been, or be unreasonable. It said allegations under sections 2 
and 3 had not been sustained. 


COAL RATES PREJUDICIAL 


A finding of undue prejudice has been made in No. 12898, 
Illinois Coal ‘Traffic Bureau vs. Alton & Southern et al., 
mimeographed, as to rates on bituminous coal, from mines in 
the southern Illinois, Danville, Murphrysboro, Centralia and Du- 
quoin. districts in Illinois, to Omaha, South Omaha and Council 
Bluffs. No order was entered but the Commission said it ex- 
pected the carriers, within 90 days, to remove the undue preju- 
dice, in the way indicated by it. It said the rates were not un- 
reasonable or unjustly discriminatory. 

Specifically, the finding was that the rates on large and fine 
coal, assailed, were not unreasonable or unjustly discrimina- 
tory, but that from the southern Illinois and Danville districts 
they were and for the future would be unduly prejudicial to 
operators in those districts to the extent they exceed or might 
exceed, by more than 30 cents, the rates contemporaneously 
maintained by the defendants from the Belleville district; from 
the Murphrysboro district, by more than 27.5 cents from the 
Belleville district; and from the Central and Duquoin districts, 
by more than 15 cents from the Belleville district. 

In revising their tariffs, the Commission said, the defend- 
ants should establish rates which would yield, as nearly as 
practicable, the same revenue, in the aggregate, as was afforded 
under the present rates. . 

Commissioner Campbell, dissenting, said that to his mind, 
the present differentials were not greater than were justified by 
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the differences in hauls, and that the complaint should be dis- 
missed. 

The complaint, the report said, alleged the rates from the 
Fulton-Peoria, northern Illinois, Danville, Centralia, Duquoin, 
southern Illinois and Murphrysboro districts to Council Bluffs, 
Omaha and South Omaha were unreasonable, unjustly discrim- 
jnatory and unduly prejudicial in comparison with the rates 
from the Belleville district. At the hearing, the report said, 
complaint was abandoned as to the rates from the Fulton-Peoria 
and northern Illinois districts. It said the complaint sought 
no change in the Belleville rates but asked for a reduction from 
the southern Illinois and other districts. 

The Commission said the operators in the respective dis- 
tricts were interested principally in the competition on fine 
coal, used for steam purposes. It said that at the time the 
complaint was filed and until some time after the hearing, the 
southern Illinois district was charged the same rate on fine 
as on large coal, although the Belleville district had a lower 
rate on the former than on the latter. The Commission report 
carries a table showing the differences of southern Illinois over 
Belleville to Omaha, via East St. Louis and over the Illinois 
Central, direct, from April 30, 1909, to the present. In 1909, 
on both fine and large coal via the two routes the difference 
was 15 cents. At present it is 47.5 cents. 

According to the Commission, there was contrariety of 
opinion among the carriers as to what should be done in re- 
spect of the differences or differentials. It said the Central 
Illinois Coal Traffic Bureau, the Eighth District Coal Operators’ 
Association and the Southwestern Interstate Coal Operators’ 
Association intervened in opposition to the complaint. The 
traffic bureau of the Omaha Chamber of Commerce, it said, op- 
posed any increase in the rates from any of the districts in 
Illinois, and the Lincoln (Neb.) Chamber of Commerce, an- 
other intervener, had an interest in the relation of the rates 
to Lincoln with those to Omaha. ; 


COMMISSION ORDERS 


The Commission’s proceeding in I. and S. Nos. 1885 and 
1938, Brick and clay products from, to, and between points in 
Southern territory (and Fourth Section Order No. 8895 issued in 
connection therewith) has been reopened for further hearing 
with respect to fourth section relief denied to short lines. The 
Commission has also modified and amended certain portions of 
its fourth section order No. 8895, pursuant to petitions filed by 
aha at Freight Association and the Louisville & Nashville 

ailroad. 

The Commission has denied the defendants’ petition for 
reargument as to reparation in No. 10946, Puget Sound & Cas- 
cade Ry. Co. vs. Director-General, G. N. Ry. et al., and No. 11398, 
ee Lake Lumber Company vs. Director-General, P. S. & C. Ry., 
et al. 

Rehearing and reargument have been denied by the Com- 
mission in No. 13157, Western Paper Makers Chemical Co. vs. 
Director-General, Alabama Central R. R. et al. 

The Commission has denied the defendants’ request for 
rehearing in No. 14660, The Federal Valley Railroad Company 
vs. N.Y. 4, ae, be OC, Sb 

The Illinois Steel Company has been authorized to inter- 
vene in No. 16138, Indiana State Chamber of Commerce vs. 
Ann Arbor R. R. et al. 

The Soft Wheat Millers’ Association has been permitted to 
intervene in No. 16207, Rumford Chemical Works et al. vs. N. Y. 
N. H. & H. R. R. et al. 

The St, Louis Chamber of Commerce has been permitted by 
the Commission to intervene in No. 16226, Omaha Chamber of 
Commerce, Traffic Bureau vs. Aberdeen & Rockfish R. R. et al. 

The Southwestern Portland Cement Company has been au- 
thorized to intervene in No. 15806, Lehigh Portland Cement 
Company vs. Aberdeen & Rockfish R. R. et al. 

The Colorado Milling & Elevator Company and the South- 
west Missouri Millers’ Association have been permitted to in- 
tervene in No. 16112, Ogden Grain Exchange vs. Abilene & 
Southern Ry. et al. 

The Manufacturers’ Association of Chicago Heights, IIl., has 
been permitted to intervene in No. 16116, Indiana State Cham- 
ber of Commerce vs. Santa Fe et al. 

The Procter & Gamble Company has been authorized to in- 
tervene in No. 16208, Cook & Swan Company, Inc., vs. C. R. R. 
of N. J. -et al. 

‘ The Security Cement & Lime Company has been given per- 
Mission to intervene in No. 16210, Arthur H. Bryant vs. B. & 
0. R. R. et al. 

Upon the defendants’ request, the proceedings in No. 13559, 

National Coffee Company et al. vs. G. C. & S. F. Ry. et al, 
have been reopened for further oral argument in connection 
with Docket No. 14807, Alexandria Grocery Company et al. vs. 
B.S. L. & W. Ry. et al. 
° The Commission has vacated and set aside its order of 
September 10 in No. 13413, in the matter of automatic train 
control devices, denying the petition of the Chicago, St. Paul, 
Minneapolis & Omaha Railway. 
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The Director-General’s request for reconsideration in No. 
14202, Nestle’s Food Company, Inc., vs. Director-General, C. & 
N. W. Ry., et al.. has been denied. 

The Commission has denied the numerous requests for re- 
opening and rehearing filed by the interested parties in No. 
14476, Northwestern Coal Dock Operators’ Association vs. C. & 
A. R. R. et al. (and consolidated cases). 

The Commission has denied the complainant’s petition for 


‘modification of the order or for reargument in No. 12481, H. J. 


Heinz Company vs. Director-General, P. R. R. However, it has 
reopened the proceeding for further hearing. 

The Commission has reopened the preceeding in No. 13694, 
Stetson, Cutler & Co. vs. N. Y., N. H. & H. R. R, for further con- 
sideration upon the record as made, although the complainant’s 
petition for rehearing or reconsideration was denied. 

The proceeding in No. 12076, Armour & Company vs. North- 
ern Pacific Ry., Director-General, et al., has been reopened for 
further consideration upon the record as made. 

The complainant’s request for reopening and oral argument 
in No. 14364, Iten Biscuit Company vs. Santa Fe et al., has been 
denied. 

Upon the complainant’s petition, the proceeding in No. 
13272, Boston Wool Trade Association vs. Arizona & New Mex- 
ico Ry. et al., has been reopened for further hearing with re- 
spect to the establishment of through routes and joint rates 
for the transportation of wool and mohair in the grease from 
points of origin west of the 100th meridian through the Pacific 
ports and the Panama Canal to Boston, Mass., and other north 
Atlantic ports. 

Armour and Company has been permitted to intervene in 
No. 16113, Oklahoma City Live Stock Exchange vs. Santa Fe 
et al. 

The petition of the Baltimore & Ohio Railroad et al., to 
reopen the proceedings in No. 11894, Indiana rates, fares and 
charges, in respect of rates on bituminous coal between points 
in the state of Indiana, has been denied. 


OHIO-MICHIGAN- BEET RATES 


The Commission has modified its orders, in No. 14881, Con- 
tinental Sugar Company vs. New York Central et al., dated 
July 23 and October 7, 1924, by vacating and setting aside its 
order respecting intrastate rates on sugar beets in Michigan 
and prescribing a scale for use intrastate in Ohio. The scale 
is to be a minimum scale. Rates are to be established in ac- 
cordance with it not later than December 6 on not less than 
fifteen days’ notice. The carriers are forbidden to collect 
charges on beets within Ohio on rates lower than those that 
would result from the use of the scale. That scale is to be 
used in calculating single-line rates in net tons. For multiple- 
line hauls 20 cents per ton may be added. The scale is as 
follows: 


Rate Cents Rate Cents 
10 miles and under........... 60 60 miles and over 55......... 110 
15 miles and over 10......... 65 65 miles and over 60......... 115 
20 miles and over 15......... 70 70 miles and over 65......... 120 
25 miles and over 20......... > 45 75 miles and over 70......... 120 
30 miles and over 25......... 80 80 miles and over 75.......+. 125 
35 miles and over 30......... 85 85 miles and over 80......... 125 
40 miles and over 35......... 90 90 miles and over 85......... 130 
45 miles and over 40......... 95 95 miles and over 90......... 130 
50 miles and over 45......... 100 100 miles and over 95......... 135 
55 miles and over 50......... 105 


EXPRESS RATE CASE 


The Commission, in No. 13930, Express Rates, 1922, has 
denied the petition of the American Railway Express Company 
and railroads over whose lines it operates, for reconsideration 
of orders reducing class rates in the west and south, the peti- 
tion of the Southeastern Express Company to set aside the 
order of the Commission for a reconstruction of express rates 
in Zone 2, and the petition of the Wichita Chamber of Com- 
merce for a supplemental order establishing milk and cream 
rates from_certain New Mexico points to Wichita. 


ASSIGNED CAR CASE POSTPONED 
The Commission has again postponed the effective date of 
its order in No. 12530, the assigned car case; this time from 
November 1 to December 15. The original order, issued June 
13 last, said the order in the case should become operative 
September 1. rg 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 14962, Manufacturers’ Association of 
Chicago Heights vs. P. R. R. et al., have filed a petition with 
the Commission asking for reargument and a postponement of 
the effective date of the Commission’s order. 

The complainant in No. 13934, Standard Furniture Company 
vs. N. C. & St. L. Ry. et al., has filed a petition with the Com- 
mission asking for rehearing and reconsideration 

The respondents in I. and S. No. 2154, in re classification 
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ratings on automobile fenders, have asked the Commission to 
grant a rehearing. 

The Santa Fe Railway has filed a petition with the Com- 
mission asking for a further hearing in connection with its 
fourth section application Nos. 2705 and 2706, and for post- 
ponement of the effective date of Fourth Section Order No. 
8950, entered in connection therewith, and denying fourth sec- 
tion relief with respect to the rates on wheat, corn and hay 
from Kansas City, Mo., and Kansas points to Galveston, Port 
Boliver and Texas City, Tex. 

The Southwest Missouri Millers’ Association has asked for 
rehearing in No. 13406, Corporation Commission of Oklahoma 
vs. Arkansas R. R. et al., in respect of the rates from points 
in Oklahoma to points in Arkansas. 

The Gilmore & Pittsburgh Railroad Company, Ltd., has 
filed a petition requesting modification and amendment of the 
Commission’s order of July 8 in Docket No. 14787, Wool Rates 
Investigation, 1923. 

The Director-General has asked for permission to introduce 
newly acquired evidence in the proceedings in No. 15704, Fred- 
erick H. Cone & Co. vs. Director-General et al. 


MODIFIED PROCEDURE DOCKET 


Suggestion has been made that the following cases be placed 
upon the modified procedure docket: No. 16274, Oklahoma Traffic 
Association et al. vs. St. Louis-San Francisco; No. 16257, Dixie 
Peanut Mills et al. vs. Alabama Great Southern et al.; and No. 
16280, Alabama Feed & Grocery Co. et al. vs. Alabama Great 
Southern et al. 

It has been decided to withdraw No. 16157, Jackson Traffic 
Bureau et al., from the modified procedure docket. The case 


will be set for hearing in the regular course upon the formal 
docket. 


SUSPENDED TARIFFS 


In I. and S. No. 2252, the Commission has suspended from 
October 20 until February 17 schedules as published in sup- 
plement No. 5 to Agent F. A. Leland’s tariff I. C. C. No. 1676. 
The suspended schedules propose to increase the rates on cot- 
tonseed products, carloads, from various points in Texas to 


destinations in Colorado and Wyoming. The following is illus- 
trative: 


From Ft. Worth, Dallas and Cleburne, Tex., to Cheyenne, Wyo., 
Denver, Sherman and Pueblo, Colo., present, 45%%4; proposed, 49. 


K. C. S. VALUATION CASE 


The Supreme Court of the District of Columbia, speaking 
through Justice Stafford, has dismissed the application of the 
Kansas City Southern for a writ of mandamus, addressed 
to the Commission, requiring it, among other things, to ascer- 
tain and report the exchange value of the property of the car- 
rier; to report more fully than it has heretofore an analysis 
of the methods employed by it in fixing values, and report 
intangible values. Arguments on the motion of P. J. Farrell 
to dismiss the application were made September 16. (See 
Traffic World, September 20, p. 592.) 

Parties to the record were notified by Justice Stafford, Oc- 
tober 20, that he was prepared to sustain the motion to dismiss, 
from which it was inferred that he would not give reasons for 
sustaining Mr. Farrell’s motion to dismiss. Inasmuch as, if the 
justice had not agreed on each of the five points made by Mr. 
Farrell, it would have been incumbent on him to provide for 
further proceedings, it was inferred that he agreed with Mr. 
Farrell on each of the points. 

Attorneys for the Kansas City Southern immediately took 
steps for taking the case to higher courts, asking Mr. Farrell 
to be present in the clerk’s office the next day so that the steps 


pe taking the case to the higher courts might be taken without 
elay. 


TENTATIVE VALUATION REPORT 
In a tentative valuation report covering the property of the 
Alabama Central Railroad Company, as of June 30, 1917, the 
Commission has found the final value of total owned property to 
be $86,860, and of total used property, $87,661. 


FINAL VALUATION REPORTS 


The Commission, in valuation docket No. 169, has announced 
its final valuation of the property of the Paris and Mt. Pleasant 
Railroad Company, lying between Paris and Mt. Pleasant, Tex., 
51 miles, for rate-making purposes, at $813,771, as of June 30, 
1918. That was the tentative valuation assigned to it. Up to 
December 31, 1922, the Commission said, the company had re- 
ported a net increase, by way of additions and betterments, 
since the valuation date, of $19,181.75. The report is opinion 
No. B-22, 84 I. C. C., 367-79. 

In a final report in Valuation Docket No. 131, Union Freight 
Railroad Company, opinion B-21, 84 I. C. C. 357-66, the Com- 
mission has found the final value for rate-making purposes 
of the property of the company owned and used for common- 
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carrier purposes to be $429,833, as of June 30, 1915. The rajl- 
road of the Union Freight is located in Boston, Mass., and 
embraces 4.311 miles of tracks owned. A net increase of $64,- 
358.53 in the original cost of the property from July 1, 1915, to 
December 31, 1922, was reported by the company. 


FINANCE APPLICATIONS 


The Atlantic Coast Line and the Louisville & Nashville, jin 
a joint application, have asked authority to assume obligation 
and liability with respect to $1,000,000 of equipment trust cer. 
tificates of the Carolina, Clinchfield & Ohio, in connection with 
the leasing of the C. C. & O. by the applicants. 


The Washington, Brandywine & Point Lookout Railroad 
Company has applied for authority to issue a promissory note 
for $5,500 to reimburse the board of directors for cash payment 
in that amount for a locomotive. 


SHORT LINE MANDAMUS 


The Trafic World Washington Bureay 


The Cripple Creek & Colorado Springs, a short line, has 
gone to the District of Columbia court having jurisdiction for a 
mandamus compelling the Commission to ascertain and certify 
to the secretary of the treasury the amount due it under sec- 
tion 204, of the transportation act, relating to the deficits of 
short lines that were not under federal control for the whole 
period. The facts in the case are complicated because the ap- 
Plicant, after the test period, acquired, by lease, a second route 
between Cripple Creek and Colorado Springs. In May, 1918, a 
bridge on the older route was burned and through business was 
sent, largely, if not wholly, over the leased route. 

For part of the time the leased route was operated in part 
by the Midland Terminal and the Colorado Midland, the part of 
the leased route operated by the last mentioned being used as 
a part of its system of about 260 miles. The government took 
Over both routes but relinquished them after six months. 

Owing to the fact that the terminal and the Cripple Creek 
& Colorado were held by a holding company it was contended 
before the Commission that they were the same and that com- 
parison could be made of operations in the test period and in 
federal control. The Commission’s decision was not satisfac- 
tory to the applicant, hence the petition for a writ of mandamus. 


CLASSIFICATION RULE 41 


A circular of the National Industrial Traffic League, signed 
iby A. H. Ferguson, chairman of the classification committee, and 
C. B. Baldwin, chairman of the special committee on claim pre- 
vention, reads as follows: 


Considerable agitation has taken place among shippers dur- 
ing the past several years regarding the present requirement 
of paragraph (b), Section 8, Classification Rule 41, (which 
provides in connection with shipments contained in fibreboard 
boxes, that “boxes must also show description of contents.” 
It has been the general contention of those shippers ,as well 
as many members of the league, that there is no _ substan- 
tial reason for such requirement, and that its enforcement has 
only resulted in aiding the pilferer by directing attention to 
attractive and valuable goods. 

The League’s Classification Committee and Special Com- 
mittee on claim prevention have had this subject under in- 
vestigation, and have endeavored to have the present rule so 
amended as to at least make it optonal on the part of the 
shipper to show description of: the contents on the outside of 
fibreboard packages, 

In the handling of this subject with the carriers, these 
two committees have had the assistance of the League’s Special 
Committee to Co-Operate with the Railroad Traffic Executives. 

As a result of the efforts made to bring about the desired 
relief from the present mandatory requirement, and the as- 
sessment of the 20 per cent penalty for the non-compliance 
therewith, announcement has just been made of an exception 
agreed upon by the carriers in the Official Classification Ter- 
ritory. This action is confirmed by Mr. F ’ Smith, chair- 
man of the official classification committee, who, under date 
of October 3, writes as follows: 

“We are pleased to advise that we have been notified by 
the Trunk Line Association, Central Freight Association, and 
New England Freight Association, that they have established 
an exception to the Official Classification providing that this 
rule will not apply between points in Official Classification 
territory, effective November 1. . 

“In other words, this leaves it optional with the shipper 
as to the marking of contents on fibreboard boxes.” 

Similar relief from the present.requirement is also desired 
by shippers and league members in the Southern and Western 
Classification territories, and it is hoped that the carriers 
operating in those two territories will soon be convinced of the 
necessity of granting the same. 


CHANGES IN DOCKET 


Argument in No. 15415, Armour Fertilizer Works vs. West 
ern Pacific R. R. et al., assigned for October 22, at Washington, 
D. C., was postponed to a date to be hereafter fixed. 

Hearing in No. 16199, Kansas City Power & Light Company 
vs. C. R. I. & P. Ry. et al., assigned for October 24, at Kansas 
City, Mo., before Examiner Fleming, was canceled. 
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EXTENSION PERMIT DENIED 


Examiher R, M! Brown, in finance docket No. 3508, proposed 
construction of extension by Hampton & Branchville, has re- 
commended a finding that public convenience and necessity have 
not been shown to require the construction of a line in Colleton 
and Dorchester counties, South Carolina. The application was 
filed by the Hampton & Branchville Railroad & Lumber Co., 
for a certificate permitting it to extend its line from Smoaks, 
Colleton county, to Summerville, Dorchester county, a distance 
of about 45 miles. No objection to the extension was filed. The 
Southern and the Atlantic Coast Line, the trunk lines in that 
territory, said they were without sufficient information to make 
a statement as to whether there would be traffic justifying the 
extension. The Coast Line said it thought the results from the 
extension of the line to Summerville would not justify the cost. 
The immediate proposal was to extend the line to Cottageville, 
a distance of 27 miles. The Coast Line said it was unable to 
state whether there would be enough traffic to justify the con- 
struction to Cottageville. According to the examiner’s report 
the applicant had no complete survey, nor a complete plan for 
financing and no estimates as to the probable tonnage. He said 
the financing proposed was by bonds.. He said that if the ap- 
plicant were willing to sell stock and amortize the cost from 
earnings, within a reasonable period, it should be permitted to 
renew its application. 

The examiner said the company’s balance sheet showed a 
net income from 1919 to 1923, five years, of only $2,727.17 on an 
investment in road and equipment of $160,249. He said that if 
the extension were financed with bonds, the applicant being un- 
willing to increase its capital stock, the fixed charges would be 
considerably increased by the interest and serial installments 
on the bonds. He said the record did not establish the ap- 
plicant’s ability to meet the increased charges, either from 
present of from prospective revenue. . 


PROPOSED OREGON CONSTRUCTION 


Approval, with qualifications, of requests of the Public 
Service Commission of Oregon for new railroad construction 
in that state has been proposed by Examiner C. I. Kephart in 
a report in No. 14392, Public Service Commission of Oregon vs. 
Central Pacific Railway Company et al. The report embraces 
80 mimeographed pages containing approximately 32,000 words. 


The Commission was asked by the complainant to require 
defendants, or some one or more of them, to extend and con- 
struct a railroad from Crane, Ore., westward to Oakridge, Ore., 
to connect with roads that would afford the territory thus trav- 
ersed market outlets in western Oregon and California; also, 
to extend and constuct connections between the railroad ter- 
minals at Bend and Kirk, Ore., and a branch line to Lakeview, 
Ore. It was further asked that the projected lines be afforded 
such joint and common use of existing railroads as would justify 
the desired construction and adequately serve the districts con- 
cerned, and that these railroads be so grouped and such joint 
and common use ordered as would maintain and assure maxi- 
mum competition and the most efficient use of cars, equipment 
and facilities. 


The state commissions of Idaho and California, the cham- 
bers of commerce of San Francisco and Oakland, and municipali- 
ties and commercial organizations of Oregon intervened in sup- 
port of the complaint. Including the Natron cut-off, now under 
construction by the Central Pacific, the proposed construction 
would involve approximately 460 miles of track. By the proj- 
ects, the complainant, the examiner said contemplates the 
establishment of direct transportation service between the vast 
undeveloped sections of eastern, central and southern Oregon 
and the more populous western part of the state and California. 


_ Under the Oregon commission’s plan, the Southern Pacific 
is called on to build the Natron cut-off; and the Union Pacific 
system is called on to build the other extensions sought. It 
estimated the cost of construction at approximately $15,850,224, 
exclusive of the Natron cut-off, while the defendants estimated 
the cost at $18,456,584. 4 

Examiner Kephart said the record amply supported the 
conclusion that central and eastern Oregon were greatly in 
heed of additional transportation facilities, and that this was 
not denied by the defendants. He said the feasibility of con- 
struction primarily depended upon whether or not such exten- 
sions would become self-sustaining within a reasonable time. 
Summarizing his findings, he said: 





THE 


ia That the public convenience and necessity require the con- 
~ ction of a railroad extension between Bend, Ore., and Lakeview, 
» with direct connection with the Natron cut-off, as part of a rail- 
road system for through and local service between south-centra] Ore- 
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gon and the Willamette valley and between California and the Inland 
Empire and southern Idaho; 

(2) That the public convenience and necessity require the con- 
struction of a cross-state railroad extension from Malheur Junction- 
Harriman branch to a connection with the Natron cut-off, either 
directly or through Princeville or Bend, as later may be determined, 
as part of a railroad: system for through and local service between 
western Oregon and California on the west and eastern Oregon, 
Idaho and trans-continental territory on the east; 

(3) That the necessities of the national defense on the Pacific 
coast require the construction of the railroad extensions described 
in findings (1) and (2) above; 

(4) That, in order to strengthen our national transporattion sys- 
tem and to insure adequate transportation for future development 
of the national and privately-owned forests in Oregon, more direct 
rail lines than now exist between western Oregon and intermoun- 
tain and trans-continental territories are needful and should be 
required, thereby avoiding the unnecessary circuity and physical dif- 
ficulties incident to traffic movement via California junctions; 

(5) That defendant Oregon-Washington and its allied lines be 
required to submit to the commission within three months detailed 
Plans of the location, connections, etc., of the projected Bend-Odell 
Junction-Lakeview extension embraced in finding (1) above, and 
that, upon such approval, an order issue against the Union Pacific 
system for the construction of said railroad, reserving joint and/or 
common _use to the Oregon Trunk from Bend to Odell Junction; 

(6) That the expenses necessary to perform the construction 
embraced in findings (1) and (5) above will not impair the ability 
of the constituent railroads of the Union Pacific system to perform 
their duties to the public; 

(7) That the projected cross-state railroad extension embraced 
in finding (2) above, under present control of existing lines in western 
Oregon, would not be self-sustaining from the local and through 
traffic it might receive and its construction is wot _jouines without 
the assurance of a large volume of through traffic from and to 
western Oregon; and 

(8) That complainant should be afforded an opportunity of further 
hearing on the question of assigning, under railroad consolidation 
plans, some or all of the Oregon & California, the Central Pacific, 
and the Southern Pacific lines in Oregon to the projected cross-state 
railroad embracéd in finding (2) above, to provide such coast feeders 
as may make feasible and justify the construction of said cross-state 
extension; and that such further hearing, if held should also include 
a consideration of the most feasible location across central Oregon 
of said projected cross-state line, and such other pertinent matters 


as will enable the commission fully to consider and act upon these 
questions, 


An appropriate order should be issued. 


NO REPARATION DUE 


In the opinion of Examiner Warren H. Wagner, expressed 
in a proposed report on No. 15534, Northern Grain & Ware- 
house Company vs. Oregon Short Line, and the seventeen sub- 
numbers grouped therewith, in each of which the complainant 
sought reparation from different groups of carriers, reparation 
is not due to shippers of grain whose shipments moved be- 
tween November 20, 1921, and January 6, 1922. That is the 
period between the date the Commission expected the carriers 
to revise their rates on grain in accordance with Rates on 
Grain, Grain Products and Hay, 64 I. C. C. 85, and the day on 
which the reduction actually took place. The complainant as- 
serted that when the Commission found, as it did, that rates 
for the future would be unreasonable to the extent they ex- 
ceeded more than one-half of the increase allowed under the 
Ex Parte 74, it received a vested right from and after the day, 
November 20, 1921,-on which the Commission said it expected 
the carriers to make the new rates effective. 


Answering that contention, the examiner said the Commis- 
sion did not have the power of a court of equity. The com- 
plainant said that it had made contracts in reliance on the 
Commission’s expectation. The complainant, acfording to the 
examiner, also contended that no reversal of the opinion by the 
Commission or modification of its former opinion could wipe 
out or extinguish the vested rights of a complainant secured 
by contracts made in reliance upon the former opinion. The 
examiner said the Commission was without authority to make 
an award of reparation based upon such a contention. That 
declaration, he said applied equally to unfulfilled promises al- 
leged to have been made by representatives of carriers that 
the reduced rates would be made effective in accordance with 
the expectation of the Commission. 

In the grain case, the examiner said, the question of rep- 
aration was not considered. In fact, he said, that case, being 
an investigation instituted by the Commission, and not upon 
complaint, was not one in which reparation could lawfully have 
been awarded. 

The examiner said that under section 15 (2) it was re- 
quired that orders of the Commission other than orders for 
the payment of money take effect within such reasonable time, 
not less than 30 days, as might be prescribed in the order; so 
also the Commission was authorized to modify its orders when- 
ever deemed necessary. 

“The orders in the grain case clearly indicate,” says the 
examiner, “as modified, that January 7, 1922, was considered 
by the Commission to be a reasonable time within which com- 








890 THE TRAFFIC WORLD 


pliance with the findings should be effected. As the report is 
made a part of the orders by reference, they must be consid- 
ered as one. The conclusion of the Commission upon con- 
sideration of the records before it, was that rates in effect at 
the time of its report and orders would be unreasonable on 
and atfer January 7, 1922, to the extent indicated. * * * 
The rates thus found reasonable were not prescribed as rea- 
sonable on shipments moving prior to January 7, 1922, any 
more than on shipments moving the day after the decision was 
rendered. The Commission has frequently held that a finding 
of unreasonableness for the future does not necessarily con- 
stitute a basis for reparation.” 


MACHINE PRESSED WOOL RATES 


In a report on No. 15623, Cleveland Worsted Mills Company 
vs. Baltimore & Ohio et al., Examiner Myron Witters has recom- 
mended a finding of unreas8nableness and an award of repara- 
tion in respect of rates and shipments of wool in the grease, in 
machine-pressed bales, imported from South America and Austra- 
lia, from Boston and New York, to Cleveland. The complaint 
alleged they were unreasonable and unduly prejudicial in com- 
parison with rates to La Porte, Ind. A just and reasonable rate 
for the future was requested. 

Witters said the Commission should find that between Feb- 
ruary 2, 1922, to March 1, 1923, the rates were unreasonable to 
the extent they exceeded a Rule 26 rate. He said the Commis- 
sion should find there was no proof of damages resulting from 
undue prejudice. 

The complainant asked for Fourth Class. At present, the 
report says, there are two rates on wool in the grease, from 
Boston and New York, to Cleveland: First, the third class of 67 
cents, minimum 16,000 pounds, applicable on all wool irrespective 
of the place of production or the character of the package; 
second, a rate of 53.5 cents equal to Rule 26, minimum 32,000, 
made effective March 1, 1923, and thereby obviating necessity 
for an order for the future. A third rate, 63.5 cents, equal to 
fourth class, with a minimum of 32,000, is applicable to La Porte, 
on South American and Australian wool in the grease in machine- 
pressed bales. The examiner said the complainant asked for a 
rate of 47 cents, equal to fourth class. He said there seemed 
to be no logical reason for the prefenence of South American and 
Australian wool as against other imported and domestic wools, 
when compressed to the same density. He said a comparison 
of values indicated that imported wool in the grease was more 
valuable than domestic wool. But he did not recommend fourth 
class. 


PLATE GLASS REPARATION 


Attorney-Examiner John McChord, in No. 15793, Memphis 
Freight Bureau, for Binswanger & Company of Tennessee, vs. 
Baltimore & Ohio et al., said the Commission should find un- 
reasonable, rates on plate glass from Toledo, O., Saginaw, 
Mich., and Blairsville, Pa., to Memphis, Tenn., applied to ship- 
ments between June 20, 1922, and May 22, 1923. He said the 
rates should be found not unduly prejudicial but unreasonable 
to the extent they exceeded the aggregate of intermediate rates 
contemporaneously in effect. Mr. McChord said this decision 
should be in accordance with the rule laid down in Hudson 
Mule Company vs. Director-General, 91 I. C. C. 469. He said 
the decision should be without prejudice to any other that might 
be made in the more comprehensive case relating to south- 
eastern class rates. 





RATES ASSESSED INAPPLICABLE 


Examiner W. N. Cheseldine, in a report on No. 15626, R. T. 
Frazier Saddlery vs. Missouri Pacifiic et al., said the Com- 
mission should find inapplicable the rates assessed on trunks 
(wrapped), less than carloads, from Petersburg, Va., to Pueblo, 
Colo., between April 14 and August 8, 1922, and award repara- 
tion. The rates applied were $5.265 prior to July 1 and $4.735 
thereafter. The complainant contended that rates of $4.635 
prior to July 1 and $4.17 thereafter should have been applied, 
and the examiner said the Commission should so find. 


OIL DIFFERENTIAL REPARATION 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Alfred S. Knowlton in No. 
16073, Minneapolis Steel Company vs. Atchison, Topeka & Santa 
Fe et al., as to the rates and charges on fuel oil from Arkansas, 
Texas and Oklahoma to Steelton (Duluth), Minn., imposed on 232 
shipments between August 20, 1922, and April 11, 1923. A rate 
of 49 cents was imposed on shipments from Arkansas and 
Oklahoma and 51.5 cents on shipments from Texas. 

The complaint was based on the fact that the carriers, in 
making rates on fuel oil to Steelton, failed to allow any differ- 
ence between refined and the lower grades of oil. The examiner 
said that by inflating and deflating the rate on June 24, 1918, 
would result in a rate of 43 cents, from Oklahoma, and a 
difference of 6 cents between refined and fuel oils from Texas. 
The defendants made no attempt to justify their failure to 
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observe the rule laid down in the Mid-Continent Case and fol- 
lowed by the Commission and many others since that time. 


RATE CHARGED ILLEGAL 


A finding of illegality and an award of reparation have been 
suggested by Examiner Warren H. Wagner in No. 14564, Rose 
Lake Lumber Company, Ltd., vs. Oregon Short Line et al., as to 
a rate assessed and charges collected on a shipment of lumber 
from Rose Lake, Ida., to Danvers, Ill, in May, 1921. The com. 
plaint alleged the rate was unreasonable and in violation of 
the long and short haul part of the fourth section. It was 76 
cents. The examiner said it should be held illegal to the extent 
it exceeded 70 cents. 


ASPHALT ROCK RATES. 

An order of dismissal has been been recommended by Rx. 
aminer Morris H. Konigsburg, in No. 15926, G. G. Roudebush 
vs. Atchison, Topeka & Santa Fe, et al., on a finding that 
rates and minimum weights on crushed asphalt rock from 
Dougherty, Okla., to Kansas City, Mo.-Kans., are not unreason- 
able. The allegation was that since April 19, 1922, the rates had 
been and for the future would be unjust, unreasonable, un- 
justly discriminatory and unduly prejudicial. The prayer was 
for just and reasonable rates and minimum weights. 


REPARATION ON CHARCOAL 


In a report on No. 15785, American Sumatra Tobacco Com- 
pany vs. Atlantic Coast Line et al., on the modified procedure 
docket, Examiner W. M. Cheseldine has recommended a finding 
of unreasonableness and an award of reparation as to the rate 
and charges on two carloads of charcoal, from Savannah, Ga., 
to Havana, Fla. Charges were collected at the applicable 
Class O rate of $95 per car of 24,000 pounds. The car was de- 
livered by the Pelham & Havanna, a carrier that has gone out 
of business. It was stipulated by the parties that the rate should 
be regarded as unreasonable to the extent it exceeded a pro- 
posed Georgia scale rate of 28 cents and that the only question 
should be as to whether there should be reparation. The ex- 
aminer thinks there should be. 


FOURTH SECTION FINES 


The Trafic World Washington Bureau 


Fines for disregard of the long and short haul part of the 
fourth section, the Commission has been advised by E. G. 
Davis, United States attorney at Boise City, have been im- 
posed on the Oregon Short Line and the Oregon-Washington 
Railroad & Navigation companies, parts of the Union Pacific 
system. They have been fined $4,000 for charging more for 
hauling four carloads of long cedar poles, from points in Wash- 
ington, Everett and Priest River, via Spokane, to Pocatello, than 
to Ogden and Salt Lake, Pocatello being an intermediate point. 
The joint rate from Everett to Pocatello was 62 cents and to the 
Utah points 51 cents, the information said the offense being 
charging more for the shorter than for the longer haul over the 
same route. 

An information was filed against the roads mentioned and 
the Great Northern, by the district attorney, after the situation 
had been investigated by special agents of the Commission. 
The Union Pacific lines, speaking through the attorney for the 
Oregon Short Line, the district attorney said, pleaded guilty 
and the judge assessed a fine of $1,000 on account of each car- 
load. He said the Great Northern was not ready the time the 
Oregon Short Line came into court, to make its plea. 

This is the first time a railroad had been fined for failure 
to observe the fourth section. The rates involved in the ship- 
ments for the longer distance were considered by the Commis- 
sion in National Pole Company vs. Atchison, Topeka & Santa 
Fe decided in December, 1919. The Commission required the 
carriers to reduce their rates on long cedar poles to specific 
points. Apparently rates at intermediate points were not brought 
down to the level of those under specific consideration so there 
would be no departure from the fourth section. 

The action taken by the Commission in regard to these 
shipments, it has been indicated, may be taken as notice that 
unprotected fourth section departures will be handled by in- 
formation filed in the United States district courts for the assess- 
ment of fines. Frequently such fourth section situations are 
disclosed in the reports on formal complaints. In many cases 
the Commission has called attention to the fact that the dis- 
regard of the fourth section was not covered by any application 
for relief or any order permitting disregard of that part of the 
law pending disposition of the question whether there should 
be permanent relief. 

The shipment from the Washington points or origin to 
Pocatello at charges less than those to the more distant Utah 
points were made in the first half of 1923, something more than 
three years after the Commission made its decision in the 
National Pole case. 
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CROW’S NEST PASS RATES 


The Trafic World Ottawa Bureau 


The Railway Commission announced October 22 that the 
Crow’s Nest Pass rates will be withdrawn October 27 and the 
rates in force prior to July 7 will prevail during the time 
the judgment of the board is under appeal. 

Another phase of the Crow’s Nest rate case was entered 
into with the recent decision of the board ordering that the 
freight tariffs filed by the railways on July 6 of this year, 
pringing into effect the Crow’s Nest commodity rates, should 
be withdrawn fifteen days from October 14 (see Traffic World, 
Oct. 18). 

This is the first important judgment delivered by the new 
chairman of the Railway Commission, Chief Commissioner Mc- 
Keown, since he assumed the position, although the judgment 
seemed to have been mainly prepared by Commissioner Boyce, 





CHIEF JUSTICE McKEOWN, of New Brunswick, who has been ap- 
pointed chief commissioner of the Board of Railway 
Commissioners for Canada. 


whose opinion the chairman unreservedly indorsed. This judg- 
ment is of an exhaustive character and lays down the principle 
that the board is not bound exclusively by the Crow’s Nest 
agreement. It also holds that the act of 1922, which brought 
back the Crow’s Nest grain rates and continued the suspension 
until July, of this year, is contrary to the general provisions 
of the act under which the board operates. It states that it 
is the duty of the board to fix rates that are fair and rea- 
sonable to carriers as well as shippers, but that, if the board, 
in carrying out its decisions, were to be estopped by the Crow’s 
Nest agreement, the very purpose for which it was created 
would be thwarted. ¢ 

After referring to the chaos resulting from the filing of 
the Crow’s. Nest tariffs, Commissioner Boyce says they are 
not in accordance with the board’s judgments as to what would 
be fair and reasonable. The result was that the board’s func- 
tions under the railway act in fixing from time to time reason- 
able rates were rendered futile by the existence of the agree- 
ment. He observes that never before had the board to deal 
With the general question of the effect of the Crow agreement 
on its powers. The opinion is expressed that the decisions 
of the board must vary with changed and changing conditions. 
It is also laid down that the railways generally should not be 
prejudically affected by a rate contract made with one company. 

Commissioner Boyce observes that the board was created 
for the purpose of bringing order out of the rate chaos which 
formerly existed. It was concerneed with the Crow agreement 
and rates under it, as they were of such a nature as to disturb 
and block the efforts of the board to maintain an equal rela- 
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tion of rates under the railway act. He says the considers 
it the duty of the board to assert its full jurisdiction to main- 
tain its decision as to what rates are reasonable and to dis- 
allow rates which are not such. 

“If the board’s powers,” says Commissioner Boyce, “to 
remedy situations so disclosed were to be blocked and impeded 
by rates originating by contract before the act of 1903, the 
whole system of the railway act of 1903 would fail, and the 
rate structure, the work of the board for twenty years, would 
fall to pieces.” 

He expresses the opinion that the act of 1922 comes into 
conflict with that of 1903 in that it expresses a preference 
for an agreement made 27 years ago with one company under 
conditions that have materially changed and with a loss to 
others that were not parties to it. If the act of 1922 is to gov- 
ern, the board cannot exercise its functions, and the mischief 
aimed at by the general acts cannot be removed with the 
disturbance of the whole rate structure built by the board 
under the general law as a result. 

In summarizing the judgment, Chief Commissioner Mc- 
Keown says: 


The reduction provided for in the Crow’s Nest agreement must 
disappear as a factor in Canadian freight tariffs. Under the con- 
ditions now prevailing, it is impossible to make a fair and reasonable 
adjustment of rates and tolls as between one locality and another, 
and as between the shipper and the railroads on the basis of the 
continuance of such reductions and the provisions of the Crow’s 
Nest agreement. This decision will remove as between city and 
city all discrimination based on the agreement and will eliminate 
whatever discrimination has arisen from an extension of lines to 
which the benefit of such rates has not been applied by those re- 
sponsible for the existing tariffs. 


Under the present decision, eastbound rates on grain and 
flour in effect before July 6 are not affected. The judgment 
specifically disallows those freight tariffs filed by the Canadian 
railways following the revival of the full Crow’s Nest agree- 
ment, July 6, 1924. While eastbound rates on British Columbia 
fruit remain unchanged, alleged discrimination against the 
British Columbia fruit grower is removed by the board dis- 
allowing the westbound commodity rates in effect on July 6. 

The judgment points out that the Commission has juris- 
diction, under the railway act, over the tolls and tariffs of all 
railway companies within its powers, and of its remedial func- 
tions, and for the purpose of adjusting the present disparities 
and dislocation of rates may and should make such adjustments 
as will restore equalization of rates in Canada. “The disrup- 
tion of the freight rate structure resulting from the tariffs in 
question,” it is stated, “has created a condition of chaos and 
rate disparities without any parallel in the history of freight 
rate making in Canada. The tariffs made effective July 7, 
1924, were not in accordance with the board’s judgments and 
orders previously referred to as to what rates would be, or 
were, fair and reasonable under existing conditions. Their pub- 
lication by the Canadian Pacific Railway (in so far as they 
were by that company put into effect under the agreement of 
1897) compelled all other railways in competitive territory to 
conform to them to meet the unjust and unfair competition 
forced upon them and which they were obliged to meet by 
reducing their rates below the standard fixed by the board as 
just and reasonable, and thereby compelled reductions of freight 
rates of a wide and far-reaching character below that standard, 
not only by the C. P. R. but by the other railways which were 
in no way bound by them.” 


Commissioners McLean and Carvell delivered dissenting 
judgments. The former says that the Crow’s Nest arrange- 
ment was an agreement, “and if the board had power under 
the discrimination sections to disregard the limiting powers 
of such an agreement, what was the necessity for such legis- 
lation? It seems to me that the enactment of this legislation 
is, in substance, a statement by Parliament that in regard 
to the subject matter dealt with in the sub-section the board 
had not, in the absence of this specific enactment, regulative 
powers.” 

Commissioner Oliver says: 


This board was created and empowered for the more efficient 
enforcement of the acts of Parliament regarding railways and there- 
fore cannot set aside any part of the provisions of any such act, but 
on the contrary is bound to loyally enforce those provisions. While 
it would be quite in order for the government to negotiate a new 
agreement with the Canadian Pacific Railway Company in the place 
of the Crow’s Nest act, I am of opinion that such agreement should 
maintain the principle of low-fixed rates on basic products estab- 
lished by that act. : 


The reaction to the decision has been immediate and em- 
phatic. The prairie provinces, where they consider they will 
be adversely affected, are demanding that the decision of the 
Railway Commission be rescinded by the government imme- 
diately, and that the railways be ordered to put into effect 
immediately “reduced rates at all points which are now dis- 
criminated against by the technical application of the Crow’s 
Nest agreement.” They declare that the Dominion government 
is in honor bound to enforce and uphold the agreement and 
maintain there was no warrant for the board’s decision. Meet- 
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ings are being called of all public and other bodies interested 
to protest to the government. They intimate that “if the Crow’s 
Nest agreement is to be throttled, reconsideration will have to 
be given the matter of taxation and other privileges which 
the railway companies now enjoy.” 

The province of Manitoba has formally appealed to the 
governor-in-council to suspend operation of the order of the 
board, and expects to have the co-operation of Alberta and 
Saskatchewan. While British Columbia is not dissatisfied with 
the action of the board, it still maintains that the only solution 
of the whole question is “a complete and far-reaching revision 
of the whole western rate structure.” 

The eastern provinces are generally well satisfied with the 
decision, as they always contended that the former rates were 
unfair discrimination in favor of the west. 

Provisions for appeal from the judgments of the board are 
made in the railway act. This may be made to either the 
government or to the Supreme Court. In the former, questions 
of law as well as of fact may be involved, but to the Supreme 
Court only on questions of law or jurisdiction. 

It is considered likely that the decision of the board will 
remain unchanged, however, as there seems to be a general 
feeling that the Crow agreement had become inequitable by 
reason of the radical change in conditions in Canada since 
it was made. The government will have to meet the com- 
plaints of the west in some way, however, and a suspension 
of westbound commodity rates is suggested. This, it is argued, 
would remove the discrimination in western Ontario on such 
articles as fruit and furniture. It is claimed that the western 
consumer is not getting any benefit from westbound commodity 
rates, as the shipper has been absorbing them; but the west- 
ern people will have to be satisfied of this fact. To do this, 
it is stated, would avoid rate reductions on the railways. The 
eastbound rates on grain and also those to the Pacific would 
not be interfered with. 

The majority of the members of the cabinet are now absent 
from Ottawa, and no decision of any kind will be made until 
they return. It is not likely that anything will be done before 
Parliament meets in January, when it is expected that the 


government will be ready to submit some remedial legislation 
to Parliament. 


THORNTON DISCUSSES PROBLEMS 


State ownership and consolidation are the two great prob- 
lems facing the railroads of the United States, Canada, and 
England in the opinion of Sir Henry Thornton, president of the 
Canadian National Railways, expressed before the public con- 
ference of educational and industrial leaders, held in connec- 
tion with the Institute of Meat Packing, at the University of 
Chicago, October 22. 

The head of the Canadian lines outlined the difference be- 
tween the situation in Canada and England and that in the 
United States with respect to the two problems. He said that, 
in England, due to conditions arising in war time, the roads 
were consolidated into four large systems and if the plan does 
not succeed the only alternative will be state ownership. In 
Canada the consolidations and state ownership have resulted 
from conditions to meet which the government had no choice 
but to take over the lines. 

In the United States, he said, the consolidations planned 
were not altogether advisable, in his estimation. He said the 
placing together of two large roads resulted in making a system 
unwieldy and almost impossible to administer properly. He 
said the best plan would be to mop up. the smaller and less 
prosperous lines adjacent to the trunk lines. 

With regard to government ownership in the United States, 
he said, he did not care to advance a preponderance of argu- 
ment either for or against it. He said he realized what was a 
good system in one country was not always the best in another, 
but he thought it might be well for him to present what he 
believed to be both sides of the case. He said the proponents 
usually advanced an argument that private ownership and oper- 
ation resulted in inefficiency, irregularities of service, and prac- 
tices that were not always just, while the adversaries of the 
system said state ownership was inefficient, expensive, and un- 
progressive. It was also said that private ownership was proper 
in a democracy and that state ownership smacked of socialism. 

Regardless of the position taken, he said that a railroad 
must follow three essential principles in order to exist and 
function properly. 

1. It must maintain solvency and meet its financial obli- 
gations. 

2. It must furnish adequate transportation without dis- 
crimination with respect to communities at such rates and un- 
der such conditions as will permit the economic development of 
the territory it serves. 

3. It must pay to its employes a wage which, under rea- 
sonable working conditions, will enable them to live in com- 
fort and decency under sanitary conditions and to educate and 
bring up their children as self-respecting members of society. 

He said a deviation from one of these principles would re- 
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sult in a cry for state ownership from some source and break. 
ing away from all of them would bring the change about 
Therefore, only by adhering strictly to all three of them, in his 
opinion, could government ownership be avoided. 


Another problem with which the railroads must conten 
was that of maintaining efficient terminal facilities. He saiq 
it was comparatively easy to build and operate a line between 
two points, but to furnish terminal facilities was a more diff. 
cult task. He said, in his opinion, the large central terminals 
for both freight and passenger service, such as are found ip 
the larger cities in the United States, were not the best king 
nor the most efficient. He advocated a number of smaller ter. 
minals for freight service on the outskirts of the cities and the 
absorption of collection and delivery charges by the railroads. 
He advanced the theory that a similar plan would improve the 
passenger terminal congestion by placing smaller stations in 
different parts of busy districts. 


Before discussing the problems of modern transportation, 
he outlined briefly the history of early overland and water 
travel and then the artificial methods of canals and railroads, 
A difference that he pointed out between transportation prob- 
lems in this country and abroad was that, in Europe, the rajl- 
roads had traffic available on completion, while in North Amer. 
ica the railroads were constructed ahead of the traffic volume, 
which accounted for the earlier struggle through which the 
railroads had to pass in this country. 


CANADIAN CAR LOADING 


Car loading of revenue freight in Canada the week ended 
October 11 aggregated 67,740, an increase over the previous 
week of 826 cars. Live stock, coal, lumber, pulpwood, other 
forest products, ore and miscellaneous freight showed in- 
creases, but grain was down 1,068 cars. 


Compared with the corresponding week in 1923, car loading 
was lighter by 5,087 cars. Although all details are not avail- 
able for 1923, the indications are that the large decreases were 
in grain and coal in the west. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


TOTAL FOR CANADA 
For the Week Ended, 





























1924 
Sept. 27 Oct. 4 Oct. 11 
Commodity Cars Cars Cars 
Grain and Grain Products................ 15,812 16,992 15,924 
Live Stock .596 2,556 2,868 
ee ee 5 6,896 7,141 
Serene 247 319 
ESS OE OT TE OTOL 3,651 3,678 
EE GC wicins con gscnccecsnckcouwenone 1,395 1,576 
is 0 SS) ee eee ee 1,856 1,751 1,718 
Other Poresk Products. . ons. cccccccccvicces 2,033 2,164 2,359 
Gas eos tacatae eet advkbveseedbequseaee’ 1,694 1,003 - 1,691 
Merchandise, Li C. Li.....ccccccccccccccce 16,074 16,080 16,797 
RERIGSSIOMIOOEE © oc ccecicscecewcceessconscsces 14,687 14,179 14,669 
eR CONS EOGMOG cs occ ccccevecsccscs 65,963 66,914 67,740 
Total Cars Received from Connections 31,793 32,165 31,272 
Total Cars Loaded for Corresponding 
in NR. ___ AE a eet 70,550 71,390 72,827 
Cumulative Loading to date, 1924 ........ 2,220,204 
Cumulative Loading to date, 1923 ........ 2,138,609 
EASTERN CANADA 
Grain and Grain Products...............- 4,251 4,728 5,954 
EAL RE SC Bae ee Ameren | : 1,335 1,428 
he al er bvade ao gation daw <singe-oadightabapeos 4,713 4,738 
SE eee Sen ee ee 216 315 
it RI rE RA RN er oan 2,628 2,781 
IEEE aie Macc wb sere ccna eetecuns pe mous 1,31 1,304 1,534 
Oe ke eee u 1,629 1,552 
Other Forest Products 1,122 1,060 
DE ci then Ghinlinweada alas male Wa whip oni 652 1,145 
Merchandise, L. C. L 11,853 11,707 
Be eer 10,839 11,542 
le ES eee 40,592 41,019 43,756 
Total Cars Received from Connections 29,022 29,274 28,396 
Total Cars Loaded for Corresponding 
AOE, © SOO EE 6 Wid eeSandecveouss 40,527 40,653 42,738 
WESTERN CANADA 
Grain and Grain Products................ 11,561 12,264 9,970 
WUE Fos vaclearevesettces lesceuetees 1,296 1,221 1,440 
WD 6.50 Sok bine ele hs domes CUeMeNt couse aye 2,156 2,183 2,403 
CE ciricicc<ngheeecundocsss cnciecagegetestnce 5 31 
I a cnt agin aianarare pelea ae erates moet <a write 977 1,023 897 
So, ee ee 70 91 42 
eR Ee er eee 168 122 166 
Gther Perel PROG s< 6 - ccescsivceccnsss 895 1,042 1,299 
LER LLOLL LLL SALLE LLL ETT 545 351 546 
PE Oe, ns cccccewase sees nae 4,271 4,227 4,090 
ee a CS Se ren rs 3,427 3,340 3,127 
eer 25,371 25,895 23,984 
Total Cars Received from Connections 2,771 2,891 2,876 


Total Cars Loaded for Corresponding , 


Week, 1923 30,737 30,089 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
Railroad Protected from Attachment of Goods in Its Possession 

Until Bill of Lading Surrendered: 

(Supreme Court, Special Term, Niagara County.) Where 
there was.nothing in moving papers, on which attachment was 
issued against goods in carrier’s possession, to show that bill 
of lading had been surrendered to carrier, so as to relieve it 
from liability, carrier is protected by personal property law, 
sec. 210, and federal bill of lading act, sec. 23 (U. S. Comp. St., 
sec. 8604 1), and attchment was illegal—Meyers Lumber Co., 
Inc., vs. Wayne Machinery Co., Inc., 206 N. Y. S. 1. 

Evidence Held Insufficient to Show Surrender of Bill of Lading 
to Carrier, Relieving It of Liability to Shipper: 

Where goods were rejected by buyer, statement of carrier’s 
agent at place from which goods were shipped that he had bill 
of lading, and his direction to return goods, held not to show 
or imply that it was delivered to him by any person having 
authority to relieve carrier from failure to deliver goods to 
shipper, or account for their value.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co. ) 





REGULATION OF COMMON CARRIERS 


Tariff Provision as to Hay and Straw Held Diversion or Recon- 
signment Charge: 

(District Court, S. D., Ohio, W. D.) Under tariff provision 
applicable to diversion and reconsignment of property and to 
inspection of grain and seed, local charge on hay and straw, 
which did not require compulsory inspection, held a diversion 
or reconsignment charge, so that no further reconsignment 
charge could be made, and absence of inspection did not pre- 
vent such charge.—Baltimore & O. R. Co. vs. Cincinnati Grain 
& Hay Co., 300 Fed. Rep. 674. 

Tariff Provisions Construed as to Switching, Inspection, and 

Reconsignment Charges: 

Under tariff provisions relative to inspection and reconsign- 
ment charges, and note making them applicable to particular 
track, subject to conditions as to switching charges, held that, 
on cars of hay unloaded on such track, no inspection or re- 
consignment charges could be made, and on reconsigned cars 
only the charges specified in the note could be collected.—Ibid. 


CLAYTON ACT UPHELD 


The Trafic World Washington Bureau 


Striking railway shopmen cited for contempt for alleged 
violation of the injunction issued against them were entitled to 
trial by jury if they petitioned for a jury under the provisions 
of the Clayton act, according to the Supreme Court of the 
United States in a decision announced October 20 by Mr. Justice 
Sutherland in No: 246, Sam Michaelson et al. vs. United States, 
ex rel. Chicago, St. Paul, Minneapolis & Omaha, and No. 232, 
S. C. Sandefur vs. Canoe Creek Coal Company. 

Justice Sutherland said the principal question in both cases 
was whether the Clayton act requiring a jury trial in certain 
specified kinds of contempt was constitutional. In the Michael- 
son case, the petitioners were striking employes of the C. St. P. 
M. & O. They were cited for contempt and asked for a jury. 
The district court denied the application and was sustained 
by the United States Circuit Court of Appeals for the Seventh’ 
Circuit. The defendants were found guilty without trial by 
jury. 

Justice Sutherland said the intent of Congress was to give 
the accused a right of trial by jury and not merely to invest 
authority in the judge to call a jury at his discretion. In the 
Michaelson case the Supreme Court reversed the lower courts, 
holding the law valid. 

In the Sandefur case, the United States Circuit Court of Ap- 
peals for the Sixth Circuit asked whether the provisions of sec- 
tion 22 of the Clayton act with reference to trial by jury imposed 
a valid restriction upon the inherent judicial power of the United 
States district courts. Justice Sutherland said the question 
must be answered “yes,” in the light of the decision in the 
Michaelson case. 
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Incidentally, the court did not agree with the contention 
that, because the railway shopmen went on strike after the 
Labor Board award, they struck against the government. 

In that part of the decision relating to the status of the 
striking railway shopmen and whether or not they were on strike 
against the government, Justice Sutherland said: 


We come, then, to consider the reasons which, assuming the 
validity of the statute, are nevertheless urged to preclude the right 
to a jury trial. The first contention is that petitioners were not 
“employees’”’ within the meaning of the act, because having gone 
out on strike, the relationship of employer and employee had come 
to an end. The dispute out of which arose the unlawful acts alleged 
in the bill was one between the employer on the one hand and 
its employees on the other, respecting terms or conditions of em- 
ployment, namely, the scale of wages to be paid employees of 
the class to which defendants belonged. This dispute had been 
submitted to the Railroad Labor Board, which, after a hearing 
had fixed the scale to be paid; but the defendants declined to abide 
by the action of the Board and went out on strike, and in further- 
ance thereof conspired together and committed various unlawful 
acts in restraint of respondent’s interstate commerce. The purpose 
of the strike was to bring about an increase of wages. The case 
was obviously within the provisions of § 20, in respect of injunctions. 
The court below held that, while ordinarily this would be so, it 
was not so in this instance because, (1) the employer was a railroad 
company, bound to continue its operations in the public interest and 
therefore not on an equal footing with its employees, and (2) that, 
since the scale of wages had been fixed by the Railroad Labor Board, 
the strike, in effect, was against the Board, a governmental instrumen- 
tality, ‘‘to be classed with the insurrection of the Boston policemen.”’ 
To say that railroad employees are outside the provisions of the 
statute, is not to construe the statute, but to engraft upon it an 
exception not warranted by its terms. If Congress had intended 
such an exception, it is fair to suppose that it would have said so 
affirmatively. The words of the act are plain and in terms inclusive of 
all classes of employment; and we find nothing in them which re- 
quires a resort to judicial construction. The reasoning of the court 
below really does not present a question of statutory construction, 
but rather an argument justifying the suppositious exception on the 
ground of necessity or of policy—a matter addressed to the legisla- 
tive and not the judicial authority. Neither was the strike one against 
the Labor Board. It was a strike notwithstanding the action of the 
Board, but against the respondent. The policemen’s strike was 
against a governmental employer. The Labor Board was not an em- 
ployer but an arbitrator, whose determination, moreover, had only 
the force of moral suasion. Pennsylvania Railroad Co. vs. Labor 
Board, 261 U. S. 72, 84. Moreover, it is to be observed that §§ 21 and 
22. which deal with the subject of contempts, do not contain the 
limitation in respect of employment contained in § 20. Section 21 
provides: “That any person who shall wilfully disobey any lawful 
writ, process, order, rule, decree or command of any district court,’ 
etc., ‘“‘shall be proceeded against for his contempt as hereinafter 
provided. *” Section 22 provides for a trial by jury upon demand of the 
accused in all cases within the purview of the act. Whether the 
general language of § 21 should be limited by construction because 
it forms a part of an act dealing with unlawful restraint and monop- 
olies, or for any other reason, we need not now stop to inquire. It 
is enough to say that in a controversy, such as we have here, at 
ieast, it does not require the existence of the status of employment 
at the time the acts constituting the contempt are committed, in 
order to bring into operation the provision for a trial by jury. 


Other Supreme Court Action 


The Supreme Court of the United States this week granted 
a petition for a writ of certiorari in No. 537, Armour and Com- 
pany, petitioner, vs. Fort Morgan Steamship Company, claim- 
ants, steamship “Fort Morgan” et al. Petitioner said the sole 
question involved was a question of law upon which the Circuit 
Court of Appeals for the Fifth Circuit was, in its judgment of 
the law, radically at variance with the judgment of the 
law of other Circuit Courts of Appeal, on the question of 
legal effect of bills of lading signed by the master of ocean- 
going ships for the charterer. 


The question presented, petitioner said, is whether or not 
liability attaches to an ocean-going passenger and freight ship 
‘for loss occasioned by crushing and smothering to death one- 
half of her cargo of cattle, which were all shipped in good 
order and condition, on board of such steamship, which vessel 
was expressly warranted by her owners to be tight, stanch, 
strong, well equipped and seaworthy, when in fact the ship was 
not in a seaworthy condition. The Circuit Court of Appeals 
held that the ship was not liable for any loss to the shippers 
of the cattle. 


In No. 541, Great Northern vs. Galbreath Cattle Company 
et al., the Supreme Court granted a petition of the Great North- 
ern for a writ of certiorari to the Supreme Court of Montana 
to bring before the highest court a case in which judgment was 
obtained against the carrier for damages claimed to have been 
sustained to plaintiffs’ cattle in an interstate transit from Cody, 
Wyo., to Seville, Mont. 


In No. 558, St. Louis, Brownsville & Mexico vs. American 
Fruit Growers, Inc., the carrier’s petition for a writ of certiorari 
was denied. The case involved recovery of damages because 
of alleged damage to shipments of perishable produce from 
Texas points to eastern destinations. 

In No. 570, Samuel O. Lazarus et al. vs. New York Central, 
the petition of Lazarus for a writ of certiorari was denied. The 
case involved alleged non-delivery of shipments of pig tin. The 
Circuit Court of Appeals for the Sixth Circuit held against the 
shipper. 

In No. 603, New York Central vs. Emanuel Gross, the peti- 
tion of the carrier for a writ of certiorari was denied. Gross 
recovered in the lower courts for damage to a shipment of 
honey. The finding was approved by the Supreme Court of New 
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Jersey, whose judgment the carrier desired the highest court 
to review. 

In No. 610, James C. Davis, Director-General, as agent, vs. 
Arthur Gifford et al., in which Gifford obtained a judgment for 
$1,417 against the Director-General for damages to a shipment 
of cattle from Kennebec, S. D., to Chicago, the court denied a 
petition of the Director-General for a writ of certiorari. 

The court also declined to review Nos. 604-5, Reading Com- 
pany vs. Marius Nielsen & Son, Inc., and Director-General Davis 
vs. Same, involving a collision between the steamship Ulrik 
Holm and the steam tug Catawissa, denying petitions for writs 
of certiorari, filed by the Reading Company and the Director- 
General. 

In No. 557, James C. Davis, Director-General, as agent, peti- 
tioner, vs. Hettie McCree, the court dismissed the case for want 
of jurisdiction. Judgment for $100,000 against the Director- 
General was entered in the lower courts because of personal 
injuries to the plaintiff, who was injured in a wreck while 
traveling with a circus. 

Petitions for writs of certiorari were denied in the follow- 
ing personal injury cases: No. 569, Baltimore & Ohio vs. Paul 
L. Tustison, judgment against carrier in lower courts, $20,000; 
No. 586, Baltimore & Ohio vs. Harry L. Kast, judgment against 
carrier in lower courts, $17,500; No. 587, Baltimore & Ohio vs. 
John J. Flechtner, judgment against carrier in lower courts, 
$28,354; No. 588, Baltimore & Ohio vs. Evron Robertson, judg- 
ment against carrier in lower courts, $25,000. 


BRANCH LINE FIGHT 


The Trafic World Washington Bureau 


The entire membership of the Commission and delegations 
of citizens and attorneys from Mississippi and Alabama de- 
voted the whole of October 18 to the making and listening to 
arguments on the question of what to do with the Hattiesburg 
branch of the Gulf, Mobile & Northern, now a part of the 
through route between Shreveport, Natchez and Mobile. The 
question arose in finance docket No. 3229, the application of 
the Bonhomie & Hattiesburg Southern for a certificate of pub- 
lic convenience and necessity under paragraphs 18 to 21 of 
section 1 to acquire and operate that branch, twenty-seven 
miles long. The Bonhomie & Hattiesburg Southern, opponents 
of the proposal referred to, as admittedly and openly the tape 
line of the Tatum Lumber Company, a partnership composed 
of the Tatum family. The Louisiana & Arkansas Railway Com- 
pany, and an intervener in the case, referred to the Bonhomie 
as a straw corporation organized by the Tatum family, the stock 
of which it asserted, it was proposed, should be owned by the 
several members of that family in exact ratio to the amount 
of stock of each in the Tatum Lumber Company. 

In essence, the case seemed to be a fight between the Mis- 
sissippi Central, now operating the branch line under a lease, 
and the Gulf, Mobile & Northern, the owner. The latter theoret- 
ically desires to sell the branch to the applicant. The oppo- 
nents said that if the Commission denied the application, the 
Gulf, Mobile & Northern probably would be glad to renew or 
continue the lease to the Mississippi Central, which, under the 
notice required by its terms to be given, has expired but which, 
pending the disposition of the application, is being continued, 
so far as actual operation is concerned. 

At times the argument looked like a small fourth of July 
celebration. A particularly interesting display took place when 
George N. Brown, one of the attorneys for the applicant, re- 
marked that the Bonhomie & Hattiesburg Southern had title 
to the Hattiesburg branch and intimated, as Commissioner 
Potter seemed to think, that it was immaterial whether the 
Commission gave a certificate to acquire or refused it. 

“You mean that while the application has been pending the 
applicant has taken title to the property?” asked Mr. Potter, 
and Mr. Brown assented. 

“Then, if that’s so why are not you in contempt of the 
Commission and why should we not summarily deny your ap- 
plication?” asked Mr. Potter. 

“Show me the law that requires us to obtain your consent 
to taking title to the property,” retorted Mr. Brown. He ex- 
plained that there was an enforceable contract between the Bon- 
homie and the Gulf and that upon the advice of the Commis- 
sion’s Bureau of Finance that there was no objection to the 
passage of title, the deed had been deliveréd and the considera- 
tion, $325,000, had been paid. Further explaining, he said it 
was upon the advice of the Commission that the application 
was made to “acquire” in addition to operate. He further ex- 
plained that the contract was made by the Tatum Lumber Com- 
pany in behalf of a railroad company that was to be organized 
and which, when organized, would become a party to the con- 
tract, without any further writings. 

Later, Garner Green, a Mississippi attorney, explained the 
intricacies of the Mississippi statutes and decisions in respect 
to questions arising under them, to show that the Bonhomie, 
when it applied to the federal body, was fully authorized to 
own the branch and the Gulf to have sold it. In addition, he 
explained that the Mississippi commission, which took the tes- 
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timony for the federal commission in this case, had authorizeq 
the Bonhomie to operate in intrastate commerce. 

In answer to a question by Commissioner Lewis, Mr. Green 
brought into the record the fact that the transfer of title took 
place after division No. 4 had announced its decision that the 
Bonhomie was entitled to a certificate, and before the case was 
reopened. Later, as if that fact were not enough, he empha. 
sized that there was no thought of the Bonhomie treating the 
Commission in a contemptuous manner, but on the contrary 
it had done everything possible to come to an agreement with 
the Mississippi Central whereby that road would obtain a track- 
age right over the branch, and thereby be enabled to continue 
the Natchez route, the thing in which the Louisiana & Arkapn- 
sas, the city of Shreveport, Natchez, Hattiesburg and Mobile 
were interested. But, he said the Mississippi Central insisted 
either upon proprietorship or a lease. 

J. M. Flowers, attorney for the Gulf, Mobile & Northern, 
said the Mississippi Central had an opportunity to buy and 
had shown no interest in that phase of the matter until after 
the Tatum interests, in an effort to protect their timber hold- 
ings on the Blodgett branch of the Gulf and enable them to 
use the Hattiesburg mill for working up that timber, from the 
supposed menace held for them in the fact of the community 
of interest existing between big men in the Mississippi Cen- 
tral and the J. J. Newman Lumber Company thought it neces- 
sary to buy the Hattiesburg branch. 

Another sky rockety period was brought into the argument 
by fhe declaration of Mr. Flowers that in no circumstances and 
under no conditions would the Gulf make an arrangement with 
the Mississippi Central in the event the Commission declined 
to give the Bonhomie a certificate. Commissioner Potter asked 
him to say whether in making that declaration he was giving 
merely his opinion as a lawyer as to what might be done or 
fail of doing in circumstances that had not arisen, or whether 
he was speaking for his client, with knowledge of the client's 
position. Mr. Flowers said he made that declaration on the 
authority of the president of the road for which he was speak- 
ing. He excepted, of course, such arrangements as to through 
routes and joint rates which the Commission could order. 

That interchange took place before it was developed that 
title had actually passed to the Bonhomie, a fact which most 
of the Commissioners did not know until then because most 
of them had not heard anything except in a general way, about 
the fight, until the case came up for argument. 

At the time Mr. Potter asked the question the argument 
had proceeded on the assumption that if the certificate were 
denied, the Gulf would find itself with the unprofitable branch 
still on its hands and would therefore be willing to make a 
deal for a continuance of the arrangement with the Central 
that would give it a six per cent return on its investment in 
that branch which it had never been able to operate on its own 
account except at an actual operating loss of about $50,000 a 
year. 

When Mr. Green was explaining about Mississippi law, 
Commissioner Potter asked him whether, in the event of a 
denial of the certificate, the branch would be returned to the 
Gulf, Mr. Green said that that question had not been consid- 
ered and that therefore he could not say what his client would 
or would not do. . 

James W. Carmalt argued for the Mississippi Central that 
it could not operate under a trackage right such as the Com- 
mission proposed, in the decision made by division No. 4, to 
keep open. the Natchez route. August G. Gutheim argued .in 
behalf of the Hattiesburg Chamber of Commerce that the pub- 
lic interest lay in keeping open the Natchez route. Similar 
arguments were made by E. C. Fishel, for Perry county, Mis- 
sissippi; Hugh White for the Alabama commission and the 
Mobile Chamber of Commerce, and B. F. Martin for the Natchez 
Chamber of Commerce, other Mississippi organizations, and A. 
L. Burford for the Louisiana & Arkansas. The latter, in his 
brief, said the arrangement proposed in the application would 
place the Mississippi Central at the mercy, in its operations 
over this line, of an unfriendly competitor, which, undoubtedly, 
in the solicitation of traffic, he said, would make use “of the 
fact that a portion of the Natchez route was merely a tap line 
logging road, the operation of which, following the usual fate 
of such lines, would likely cease with the cutting out of the 
timber by the Tatum Lumber Co.” 

Mr. Brown said the tap line argument had been brought 
into the case to obtain such benefit as there might be of the 
prejudice in the Commission to the introduction of industry- 
owned railroads into the transportation business. He ridiculed 
the proposition that the Mississippi Central would abandon the 
operation of the Natchez route because it could not have a 
lease of the Hattiesburg branch because, as he said, that route 
had lifted the Mississippi Central out of an annual operating 
deficit into an annual operating profit; that last year it paid a 
dividend, which it had never done before because it operated 
over that branch. According to the declarations of others who 
participated in the argument, the Hattiesburg branch yielded 
the Gulf six per cent while the earnings on its road, as a whole, 
amounted to only three per cent. 
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Freight Routing 


Twenty-second of a Series of Twenty-six Articles on the Subject of Routing of Freight, Written 
for The Traffic World by J. D. Collier 


In the previous article, no specific commodity was men- 
tioned or specific instance referred to to indicate the necessity 
of careful consideration in routing for the shipper properly to 
avail himself of the advantages or privileges of reconsigning 
and diversion. In previous articles many important factors 
were mentioned which were necessary to be considered before 
the routing could be definitely authorized, and this same situa- 
tion applies in the event the reconsigning or diversion privilege 
is to be taken. advantage of. One of the most important of 
these privileges is the terminal facilities necessary to effect 
proper delivery. This is a difficult problem, to be considered 
when shipments are originally routed and it is especially im- 
portant that it receive careful consideration in the event that 
shipments are so consigned that the shipper finds it necessary 
to avail himself of reconsigning privileges en route. 


As a specific illustration, we may consider southwestern 
lumber—that is, lumber originating in the southwest. It is 
evident that, if these shipments are routed via the Missouri 
River gateways, such as Kansas City and Omaha, it will be 
possible to reconsign over the lines reaching a prominent point, 
such as Milwaukee or Chicago, and, therefore, effect the de- 
liveries on these lines at these large terminals. The Chicago 
switching district is extremely complicated, although, as a 
rule, any delivery to private industry, regardless of the rails 
on which it is located, can be made on shipments arriving via 
any other line. This is restricted, however, to a certain extent, 
and justly so, in that many of the lines tapping the territory 
of certain commodities, such as lumber, require a line haul in 
order to enable the shipper to take advantage of their terminal 
facilities. In this event, in forwarding lumber, it is obvous, if 
there is a possibility that the sale will be made at any of these 
delivery points, that the shipment should be so routed origi- 
nally—that is, through the gateway that would make it possible 
to forward over the delivery carriers whose terminal facilities 
are required at destination, and thereby comply with the ex- 
ceptions as shown in the Chicago Terminal tariff by giving 
these lines a line haul. Routing, therefore, via these gateways 
would permit the possibility of sale on these carriers at Chi- 
cago, and would enable these deliveries to be made, whereas, 
if the shipment were brought in via competing carriers the 
delivery could not be made. A number of advantages would 
accrue, no doubt, if these shipments were forwarded via the 
St. Louis gateway and, consequently, a certain portion should 
be forwarded in this manner. However, a careful study of the 
past sales and possibility of sales should be made so that the 
tonnage is equally balanced in accordance with the possibility 
of sale, so that proper delivery may be made, and, thereby, 
afford the sales department a broader circle of sales in the 
Chicago Switching District. ' 

The traffic man of a lumber company who is broad enough 
in his experience and considers sufficiently the sales possibility 
of his company must take this condition into account before 
routing, as it is necessary, not only to consider the original 
routing, but the gateway and the possible routing beyond in 
accordance with the delivery requirement. A knowledge of 
his company’s business, as well as a full knowledge of routes, 
gateways and terminal facilities must be had in order to func- 
tion. properly. and to enable the sales department to give con- 
sideration to all possible sales territories and deliveries. In 
many instances, however, the rates that would apply via these 
routes would preclude the possibility of reconsigning to Central 
Freight Association or Eastern Trunk Line territory, whereas, 
if shipments were routed via the St. Louis gateway, the sales 
territory of the Chicago District might be. curtailed to a cer- 
tain extent, being restricted to customers or concerns on the 
rails of the lines within the Chicago Switching District that 
can be used from St. Louis. 

Owing to the fact that there are a number of grades of 
lumber, as well a8 a variance in capacity or loading of cars, 
careful consideration should be given to the requirements of 
the trade, as well as the location of the trade, so that an evenly 
balanced routing may be had and the sales department given 
proper support through the accessibility of the cars according 
to their location via the several routes. 

The same situation applies on coal. For instance, on 
southern Illinois coal, it is necessary to effect certain deliveries 
within the Chicago Switching District, to route so that the ter- 
minal line has a road haul. In instances of this kind it is 
generally the practice to route cars to the nearest junction point 
to the point so that all available routes beyond may be used in 
accordance with the sales made or the possibility of sales. 
Restrictions of the terminal facilities—that is, the absorption 
of switching charges at destination by the line-haul carrier— 


must be fully understood before a definite routing can be de- 
termined. This applies in connection with many commodities, 
but is particularly applicable to those on which the restrictions 
are generally placed, such as lumber, coal, and grain. The 
routing, therefore, on shipments that are consigned short, is 
not necessarily as important as on those shipments consigned 
to more distant points. The closer:the cars are to a productive 
sales territory or destination, the greater is the problem in 
routing. 


As stated in previous articles, a full knowledge of the 
routes afforded in connection with the publication of various 
rates should be had, as reconsigning privileges may only be 
taken advantage of if the car is directly-en route. The direct 
routing according to the application of the rate is sometimes 
far from the apparent direct-line routing, consequently a full 
understanding of the routing afforded by these rates will 
greatly broaden the sales possibility in case the reconsigning 
privilege is a factor. In many instances, where there is no 
joint through rate, the shipment can be forwarded or recon- 
signed to some point en route on which the rate makes or 
breaks—that is, some point to which the through rate is made 
by a combination of rates to and from St. Louis, the upper 
Mississippi River crossings, or Chicago. In this event, the ap- 
plication of the joint through rate, when consigned to these 
ponts, is not such a factor in the reconsignment, as the rates 
would make to and from this point regardless of the route; 
but, if shipments are so forwarded, a knowledge of the rela- 
tionship of the joint through rates to the possible destination 
must be taken into consideration as compared with the des- 
tination reached in connection with rates to and from the rate- 
breaking gateways. In consequence of this situation, it is many 
times a great advantage to use these rate-breaking points as 
the base of original consignment and the routing so considered, 
as there is no penalty in reshipment provinding a reconsigning 
privilege is not properly handled. 


The privileges of reconsignment necessarily are more ap- 
plicable in connection with commodities that can be sold while 
en route; however, there are a number of commodities, most 
of which are seasonable in their nature, that cannot be so 
marketed. In this instance we have a further extended or 
broader service known as storage in transit. This is accorded 
to several commodities, most of which, however, are seasonable, 
but some of which are not necessarily so. Storage in transit 
privileges, however, are generally applicable en route to large 
markets on a direct rate line from producing territories. We 
have, as illustration of this, lumber from the northwest, stored, 
to a great extent, in transit at the Twin Cities. In this event, 
the broader privilege permits the unloading of the cars and 
delivering to a temporary consignee after proper records are 
kept in accordance with the tariff permitting this privilege. 
It is then possible to reload a similar tonnage outbound, after 
complying with the rules and regulations, which, in general, 
provide for the reference to a similar amount inbound, and 
then the outbound shipment is permitted to regain the identity 
of the inbound tonnage and to be rated in accordance with 
the joint through rate from point of origin or the proportional 
rate from the transit point applicable in recognition of the 
original point of origin. The recognition of the original point 
of origin in connection with the outbound movement is, no 
doubt, a special privilege, especially considering that it is 
possible for the shipment to remain out of the possession of 
the carriers a considerable length of time and, during that 


period, to be in the possession of a temporary consignee, In . 


consequence of this, a certain small charge in addition to the 
rate is made, known as a transit charge. This. transit privilege, 
however, is generally accorded to commodities of a seasonable 
nature in order that they may be moved and stored nearer 
the consuming market. This particularly applies in connection 
with grain which, as a rule, is produced at far distant points, 
considering the location of the consuming territories. In many 
cases, and especially so with grain, the original identity of the 
grain itself is lost. However, the grade and weight is care- 
fully accounted for by various policing bureaus, so that a like 
amount and grade of grain may be reshipped, retaining the 
identity of the inbound car of similar weight, kind and grade. 
This has been one of the greatest factors in the marketing of 
grain. 

Another theory is injected in connection with grain and 
other commodities, but particularly at this time in grain, in 
that grain may be treated in various ways in order to enable 
it to be marketed in its various forms and still retain the iden- 
tity of the original point of origin. The most familiar form 
in which this is handled is the milling in transit, such as the 
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manufacture of the grain into flour, still permitting the flour 
to be rated, recognizing the original point of origin of the grain. 
In many instances, however, it is only necessary to clean, clip 
or otherwise treat it. The transit privileges on grain are, per- 
haps, the broadest transit privileges we have and the routing 
of grain through the various markets is extremely important 
in order that the various services afforded may be taken full 
advantage of. 

The rates applicable in connection with the outbound ship- 
ment depend on the routing inbound and also the point at which 
the transit privilege occurs. It is, therefore, necessary, in 
order to consider the routing of grain, that all the factors be 
fully understood as well as the possibility of the ultimate des- 
tination. The rates depend entirely on the routing used and, 
as previously stated, while the rates are the original considera- 
tion, nevertheless, the routing ultimately used determines the 
rate and not the rate the route. 

A number of other commodities have a similar privilege, 
such as fruits of all kinds that can be stored in transit, the 
writer having in mind particularly the storage of apples. It 
is obvious that apples, being a seasonable crop, must be shipped 
immediately or storage facilities must be provided in the im- 
mediate territory of the orchards. This is not expedient, due 
to economic conditions, and, even if it were, the crop would 
then be far removed from the market. Especially considering 
the apples of the far west, in order to enable them to be closer 
to the market, storage-in-transit privileges have been arranged 
for, which makes it possible for them to be stored in transit 
at various cold-storage houses, so that the demand may be met 
from a closer stock than if it were possible economically to 
store them at a point adjacent to the orchard. A brief sum- 
mary of this situation will, no doubt, indicate the effect of the 
reconsigning and storage-in-transit facilities in connection with 
the merchandising of these products. 


It would be practically impossible to mention all the prod- 
ucts on which this privilege is a factor, but when we realize 
the co-operation of the carriers in connection with these com- 
modities and many others, it is readily recognized that the co- 
operation of the carrier in affording these special privileges 
is an important faetor in the merchandising of these products. 
The routing of many commodities receives little consideration, 
but, when proper conception is had of the many advantages 
obtainable through the various facilities offered by the carriers, 
and when it is realized that not only the rates but these bene- 
ficial privileges are dependent on the routing, the importance 
of this activity should be apparent. 

The concerns overlooking the importance of their routing 
are at a decided trade disadvantage as compared to their com- 
petitors. They will frequently find that their lack of attention 
to routing is the dominating factor in this disadvantage. If 
this were recognized, and proper steps taken to overcome it, 
many concerns would improve their business and sales possi- 
bilities. 

In the storage in transit we have considered only such 
shipments as are forwarded in their original state. However, 
in connection with many shipments, it is necessary that there 
be performed some manufacturing process further to prepare 


the commodity for the market. This phase will be considered 


in the next article. 


ARBITRARY ACTION ALLEGED. 


The Trafic World Washington Bureau 


In a petition for reargument and reconsideration in No. 
13588, western coal rates, George T. Bell, attorney for the Rock 
Springs-Kemmerer (Wyo.), coal operators, interveners in that 
case and in No. 14855, Colorado & New Mexico Coal Operators’ 
Association vs. Denver & Rio Grandg Western et al., the former 
decided and the latter pending, accuses the Commission of 
making rates in an arbitrary manner, the like of which was 
recently condemned in the Orient divisions case, by the Supreme 
Court of the United States. His accusation is that it prescribed 
rates from the Rock Springs-Kemmerer district, to northeastern 
Colorado points on a record made by the Colorado commission. 
In turn he alleges the Colorado commission, by its own state- 
ment, made those rates upon an “examination” of the tariffs 
on file with it. 

The offense, in the eyes of the Wyoming operators, became 
important when the Colorado and New Mexico operators insisted 
upon using the relationship established in that way, as the meas- 
use for their rates into Kansas and Nebraska. Then the Wyoming 
operators thought it time to direct the Commission’s attention 
to what they think its lapse from its duty. The federal and 
state commissions held a joint hearing on the subject of rates 
and the former adopted the Colorado commission’s scale as a 
measure of rates within that state. Then it made rates into 
northwestern Colorado in relation thereto. It embodied the 
Colorado commission’s report in its own as an appendix that 
report shows how the Colorado commission proceeded to make 


rates—by an examination of tariffs. The story is told by Bell 
as follows: : , 
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Upon this ‘‘examination,’’ the Colorado Commission concluded 
that “the consumers of Colorado coal at the designated points in 
Colorado are being unduly penalized and the consumers of Colorado 
coal in the territory farther on unduly favored.’’ No such represen- 
tation was made by the Colorado operators or any one else at the joint 
hearing. Absolutely no evidence along that line appears in the joint 
record. No such contention was made in the brief filed by the 
Colorado operators with both commissions. No such contention was 
made in any of the briefs submitted by any party to the joint pro- 
ceeding. No contention of that character is even mentioned in the 
joint brief filed by the carriers with both commissions. It must be 
assumed, therefore, that the Colorado Commission gathered the infor- 
mation from an ex parte examination of the tariffs required by the 
State Commission to be filed with it and predicated its conclusion 
upon the result of that examination. 

Without stopping to consider whether the Colorado commission or 
any state commission may properly do this, it is certainly beyond the 
power and authority of the federal regulatory tribunal. It was 
specifically so held by the Supreme Court in Interstate Commerce 
Commission vs. L. & N. R. R. Co., supra, at page 93, and in the 
Orient Divisions Case, supra, not yet reported. And, as the Inter- 
state Commerce Commission cannot properly predicate its conclu- 
sions upon matter not formally introduced in evidence, it certainly 
cannot and should not base its conclusions regarding an adjustment 
of interstate and state rates upon the unsupported findings of a state 
commission in respect to the state rates. It is doubtful whether 
the Interstate Commission may properly predicate its findings in aq 
case upon the decision of a state commission even though such deci- 
sion is supported by the record made before the state commission, 
but it is certain that the Interstate Commission may not use the find- 
ings of a state commission in respect to state rates as the basis of its 
own findings in respect to related interstate rates where it appears, as 
here that the conclusions of the state commission were reached by 
means beyond the power and authority of the Interstate Commission 
as defined by the Supreme Court of the United States. 


LOADING AND UNLOADING SERVICE 


The Trafic World Washington Bureau 


Taking the position that the proceeding has disclosed “a 
misapprehension of the duties of the railroad companies with 
regard to the scope of their obligation to refrain from unjust 
discrimination and undue prejudice,’ counsel for the defend- 
ants in No. 15445, McCormick Warehouse Co., Inc., vs. Penn- 
sylvania, et al., in replying to complainant’s exceptions to the 
examiner’s proposed report recommending dismissal of the 
complaint, declare that there is no legal basis for the com- 
plaint. (See Traffic World, August 23, p. 399, and October 4, 
p. 712.) The complainant, operator of warehouses at Baltimore, 
charges the defendants with discriminating against it and pre- 
ferring competitor warehouses at that point. 

“A mere statement of the case indicates clearly that it is 
governed by the numerous decisions of the courts and of the 
Commission which have held that a carrier may enter into 
contractual relations of this kind with one company and decline 
to make similar arrangements with another company,” counsel 
for the defendants say. 


With reference to the “misapprehension” of the duties of 
the railroads, counsel say: 


This misapprehension is not unique. Similar contentions have 
been made in respect to similar situations, but always with the same 
result, viz., the denial of the obligation: of the common carrier to 
accord the kind of treatment which is demanded. 

The misapprehension which underlies this and other similar 
cases results from the failure to perceive what constitutes the public 
feature of the carriers’ calling and the failure to realize that the obli- 
gation to refrain from unjust prejudice, etc., is defined by the scope 
of the carriers’ public duty. 

To go back to elementary principles—the carrier is a _ bailee 
undertaking to transport for hire the goods of such members of the 
public as choose to demand the service. In its capacity as a bailee 
it is obligated to treat its patrons without unjust discrimination and 
to perform the services which they demand at reasonable rates; 
but, except within the confines of its relation as bailee to its patrons, 
there is no such obligation of similarity of treatment and it is justi- 
fied in acting freely, just as any other business enterprise, except 
in so far as specific statutory provisions may constitutionally re- 
strict its rights in this regard. It may employ one man and decline 
to employ another. It may buy its materials and supplies from one 
source and decline to buy them from another. t may choose one 
agency to perform a given part of its work and decline to employ 
another similar agency. Its liberty in regard to these matters re- 
sults from the fact that the duty to treat without yndue prejudice, 
etc., obtains only with respect to its relation as bailee to its patrons 
who demand the performance of the transportation service which it 


holds itself out as ready to perform for all who may choose to 
desire it. 


Counsel say these principles are well settled by the Supreme 
Court of the United States in the following decisions: Express 
Cases, 117 U. S. 1 (1886); Chicago, etc. Railroad Company vs. 
Pullman Southern Car Company, 139 U. S. 79 (1891); Donovan 
vs. Pennsylvania Company, 199 U. S. 279 (1905). 

In conclusion counsel, after citing a number of Commission 
cases, say: 

It is plain that in the present case the complainant has not 
shown any disadvantage to any shipper resulting from the arrange- 
ments which exist at Baltimore. If the complainant sustains any 
disadvantage from these arrangements, such disadvantages are not 
sustained in the complainant’s capacity as a shipper; but in its 
capacity as a warehouseman seeking business in Baltimore, and 


such disadvantages, if they exist, are exactly similar in principle 
to those which were subject-matter of complaiat in the cases cited. 





WENATCHEE SOUTHERN UPHELD 
The Commission has declined to grant the petition of the 
Great Northern for reargument in Finance Docket No. 2172, 
in which the Wenatchee Southern Railway Company was au- 
thorized recently to build a new line of railroad to serve the 
Wenatchee Valley fruit district in Washington. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


\ 


ARTICLES ON TRAFFIC MANAGEMENT 


Editor The Traffic World: 

I have been a reader of The Traffic World for about fifteen 
years. I was very glad to see your announcement in the 
October 11 issue that you would soon publish a series of thirty 
articles on the subject of the organization and management of 
industrial and commercial traffic departments written by G. 
Lloyd Wilson of the Wharton School of Finance and Commerce, 
University of Pennsylvania. 

I was particularly impressed with your idea that things 
of this kind will put the traffic manager’s job on a higher plane, 
and I agree with you that the present day traffic manager must 
keep up to the minute, or be a second rater. 

In the present day the old rule of thumb methods will not 
do, and there are a lot of traffic men, railroad as well as indus- 
trial, who need more practice and less theory, a better founda- 
tion in the fundamentals and less red tape, more practical 
knowledge, and less politics. 

The Morey Mercantile Co., 
F, Flickinger, Traffic Manager. 
Denver, Colo., Oct. 16, 1924. 





Editor The Traffic World: 

We are pleased to note from your issue of October 11 your 
intention of including in your publication a series of articles of 
instruction and articles of particular importance to men working 
in the traffic ‘department or in charge of traffic. We have 
looked over the subjects which you expect to cover and will 
look forward with a great deal of interest to receiving the 
issues of your publication with these series of subjects. We 
wish to assure you that it is this kind of service that is appre- 
ciated by your readers, in addition to the other interesting news 
and items covered in The Traffic World. 

Sanford Riley Stoker Company, 
A. V. Popl, Traffic Department. 
/Detroit, Mich., Oct 16, 1924. 


Editor The Traffic World: 

It was with no little interest that I read the first editorial 
in The Traffic World of October 11 with reference to the series 
of articles which are to be prepared by Prof. G. Lloyd Wilson 
and published in The Traffic World. You are to be congpratu- 
lated upon securing the writings of Prof. Wilson. He has 
prepared two manuals on the subject of Traffic Geography 
for our traffic management course. From my acquaintance with 
his work in this and other connections and my personal] ac- 
quaintance with him, I shall look forward with great pleasure 
to reading his series in The Traffic World. 

The comments which you made in. The Traffic World 
with reference to the value of these articles to the average 
traffic manager and business executives are most heartily ap- 
proved. It will be to the distinct advantage of the traffic pro- 
fession if such ideas are given the greatest possible publicity 
and circulation. 

W. E. Butterbaugh, 
Director, La Salle Extension University. 
Chicago Ill. Oct. 17 1924. 


RECONSIGNMENT RULE 


Editor The Traffic World: 

More power to Mr. W. B. Jester of Norfolk, Va., and his 
letter published in your issue of the 18th, with reference to rule 
16, of the reconsignment tariff. We most heartily agree with 
all he said and want to emphasize the statement that it is the 
most unreasonable regulation put into the tariffs of the carriers 
in recent years. 

The only defense the carriers have is the ruling of the 
Commission in docket 10173 and the further fact that it is 
universal in its application. We have been unable to find a 
railroad official who was able to defend the charge in a logical 
manner. They can all tell that the charge had the approval 
of the Commission in docket 10173, and that the Commission 
again approved the principle in I. & S. docket 1250 and 1276, 
but, so far as giving a good sound transportation reason for the 
charge—well, it is not being done. 

The shippers of this country have been willing to go along 
with the carriers in all reasonable adjustments. We feel that 





they are entitled to a square deal and that they should have 





what is due them, but we fail to see how they can afford to 
revert to the days of Captain Kidd in the extortion of money 
from the shipping public, just because the Commission has given 
approval. The same Commission has reversed itself before and 
may do so again in this particular question. 

Mr. Jester is right. There is no more service performed 
on a car held 96 hours than on one held 12 hours, other than 
the trackage space the car requires. If the $6.30 penalty is 
for trackage, why in the name of common sense is it not so 
charged instead of hiding behind the reconsignment clause 
when there has been no reconsignment service. 

We hope to see the rule cancelled at an early date. 

The Gwinn Milling Co., 


T. G. Hyland. 
Columbus, Ohio, Oct. 21, 1924. 





Editor The Traffic World: 

Regarding reconsignment rule 16, we wish to agree with 
everything mentioned by W. B. Jester, traffic manager of the 
D. Pender Grocery Company, as stated in the October 18 issue 
of The Traffic World, and also try to explain how this rule 
affects consignees situated in the outskirts of the Chicago 
Switching District from ten to fifteen miles from the main Chi- 
cago banks and railroad agencies. 

When a carload covered by an order notify bill-of lading 
arrives in the outer yard consigned to one of these industries, 
the carriers, as a rule, notify the consignee by phone of its 
arrival, mailing the arrival notice at the same time. If this 
phone notice is received by the consignee before 1 p. m., all 
well and good, as it permits him to get a messenger to the 
bank and get the bill of lading and return it to the office for 
record and then mai] it to the carrier, who will receive it within 
the twenty-four-hour limitation; but should this call arrive after 
1 o’clock, it is impossible to procure this bill of lading, as the 
banks close at 2 p. m. and an hour is consumed in transit from 
the industry to the downtown bank. Therefore, this matter is 
put over until the next day and, unless the firm ‘is large enough 
to employ a messenger to handle this operation and bring back 
the bill of lading from the banks to the office for record and 
then make another trip to the carrier’s agency, which operation 
consumes the greater part of the day, the bill of lading is re- 
turned to the office by noon and, after a record is made, even 
though the bill of lading is mailed out by special delivery, the 
carrier’s agent does not receive it until the following day and 
the consignee is assessed $6.80 under rule 16, whereas the larger 
firms and firms situated nearer the downtown banks and rail- 
road agencies, owing to their location, are not troubled on this 
account. 

If this reconsignment rule 16 has any good points for the 
aan or consignee, we certainly should like to hear them. 

Illinois Felt Company, 
F. W. Fraatz, Traffic Manager. 
Chicago, Oct. 22, 1924. 


FUNCTION OF THE TRAFFIC CLUB 


Editor The Traffic World: 

Your editorial in The Traffic World of Oct. 4, entitled, 
“Money as an Argument,” should be read by all who, perhaps 
in their youthful days, learned the story of a very foolish young 
man, as told in the Book of Books, who sold his birthright for 
a mess of pottage. 

Can you tell me of any traffic club which was not formed 
originally for social purposes? Again, is it not true that the 
popular demand for traffic clubs, which resulted in the forma- 
tion of many throughout the country during the past fifteen 
years, was due to the opportunity afforded representatives of 
shippers and carriers to get together, and for a time, at least, 
forget their differences while subjects of mutual interest were 
discussed? 

I venture to say that the better feeling between shipper 
and carrier, which has come about during the past eight or ten 
years, is in a very large measure due to traffic clubs, whose 
activities along social lines predominated. 

If there is any truth in the foregoing it seems to me 
lamentable if the time has come when we must sell our birth- 
right for a mess of pottage. 

The Traffic Club of New England, with which I am most 
familiar, was organized in 1910 with 57 members. Today it has 
a@ membership of approximately 1,000. Take away the social 
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advantages and the spirit of good followship will give away to 
suspicion; petty differences will arise. Some member is sure 
to propose something to which others cannot conscientiously 
subscribe. 

A pretty good rule to follow is the one so frequently given 
by the automobile salesman: “When the engine is running 
smoothly leave it alone.” 

The career of the young man who sold his birthright for 
a mess of pottage was short, and so will it be with any associa- 
tion which undertakes to override or destroy the principles on 
which its organization, or organizations which make up its 
membership, originally functioned, and substitutes therefor some 
foreign “substance”—controversial questions, for example—over 
which shippers and carriers, generally speaking, cannot agree— 
in other words, “a mess of pottage” in exchange for good 
fellowship, kindly deeds, and an opportunity to get a glimpse 
of the human side of the other fellow, who, perhaps, in your 
business dealings you have come to regard as hard boiled. 

The Traffic Club of New England exercised good judgment 
in withdrawing about a year ago from The Associated Traffic 
Clubs of America. This is no reflection on the officers of the 
association, past or present. They are all men of ability and 
high standing. The trouble is that sociability, the traffic clubs’ 
most valuable asset, is being superseded by something which 
our leaders no doubt consider is more important, and, as a 
result, we are called upon to take sides on public questions. 

This, from my point of view, is the beginning of the end of 
traffic clubs if such a policy is pursued in its entirety. 

C. B. Baldwin, 
Manager, Transportation Department, United Shoe Machin- 
ery Corp. 

Boston, Mass., Oct. 14, 1924. 


CHAMBER OF COMMERCE MEETING 


The Trafic World Washington Bureau 


Federal ownership and operation of railroads as against gov- 
ernment regulation of the railroads was the topic considered at 
the session of the second mid-year meeting of the eastern divi- 


sion of the Chamber of Commerce of the United States Octo- 
ber 24. 


In an address on the topic, Frederick H. Ecker, vice-presi- 
dent of the Metropolitan Life Insurance Company, reviewed the 
results of government ownership and operation in Germany, 
Belgium, Italy, France, Switzerland, Russia and Austria. His 
conclusion was that the experience of those countries was not 
such as to lead the United States to the conviction that matters 
would be improved by the government taking over the roads. 

Mr. Ecker quoted the following statement made by Pro 
fessor Hadley of Yale in 1887: 


State railroad ownership too often means, not the ownership of 


‘the state as a whole, but of a small body of men who happened to 


hold se ag power at the time; it is neither more nor less than the 
substitution of a ring of. political managers for a ring of railroad 
managers. Its practical success varies according to the condition of 
the civil service. But the government is, as a rule, less responsible 
than a private corporation, instead of more so. If there is any lesson 
which is clearly taught by the history of railroad management from 
the beginning until now, it is that publicity and responsibility are 
more important than any set of laws or regulations. 


Mr. Ecker said all experience pointed to the inevitable con- 
clusion that public ownership and operation “Spell higher oper- 
ating charges, superfluous employes with a consequent tendency 
to inadequate work on the part of each, insufficient maintenance, 
improvement and extensions and generally inferior service to 
the public.” He said the Canadian National Railways were 
operated at a loss of 10 million dollars in 1922, while the pri- 
vately owned Canadian Pacific operated from coast to coast 
with satisfaction to the public and to its stockholders. He re- 
ferred to the cost of federal control of the railroads in the 
United States and the deficits of the Alaskan Railroad. Equally 
unpromising, he continued, was the situation with respect to 
the inland and coastwise waterways service and the Emergency 
Fleet Corporation. He said New York City lost $1,500,000 a year 
in operating the municipal ferries. 


“A fundamental objection to federal ownership and opera- 
tion of railways is politics,” said Mr. Ecker. “Whatever the 
excesses which may have prevailed in the past, the present 
rigid supervisory powers of federal and state bodies make it 
perfectly certain that the railroads, under private operation, 
must give all—and, perhaps, more than all, the service to which 
the public is entitled, for a charge, to the whole national rail- 
way structure, at little more than cost. Surely, nothing is to 
be gained, and much is to be lost, by dismissing the private 
companies as the servants of the public, for the dubious privi- 
lege of running the railroads ourselves, as a governmental func- 
tion, with all the expense and travail which any governmental 
function imports.” 

In his address on the night of October 23 before the eastern 
division of the Chamber of Commerce of the United States, 


President Coolidge made the following reference to government 
ownership: 


It has always been the theory of our institutions that the people 
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should own the government and not that the government should own 
the people. James Otis stated this principle before the Revolution, 
when he said that “Kings were made for the people, and not the 
people for them.” This policy cannot be maintained unless the peo- 
ple continue to own and control their own property. The most im- 
portant property of the country is transportation and water power. 
It is not only very large in amount, but is of the greatest strategic 
value. It could be used in such a way as to assume virtual control of 
all other business of any importance. It is proposed that these prop- 
erties should be brought under public ownership. Responsible pub- 
lic commissions have valued these at about $35,000,000,000. Such a 
cost would more than double all our public debts. Any deficit in 
earnings would have to be made up out of taxes. We did that dur- 
ing the war at a cost of $1,600,000,000. With the government in pos- 
session of such a great engine, with two and three-quarters millions 
of employes, spending $9,000,000,000 or $10,000,000,000 each year, hoid- 
ing virtually the power of life and death, what chance would the 
rest of the people of this country have? It would appear to be per- 
fectly obvious that if these properties are taken off the tax list by 
public ownership, the other property of the nation must pay their 
yearly tax of some $600,000,000. In the thinly settled agricultural 
regions this would make an increase of 30 per cent or 40 per cent 
on local taxation. 

They have government ownership abroad. It takes 23 men in 
Germany to move a ton of freight one mile, 24 men in Italy, 31 in 
Switzerland. In the United States it takes only 5 men. It is in- 
teresting to note also that reduced to terms of bread and butter, 
railroad employes in these countries show weekly earnings of only 
about one-third of those in this country. Measured by our experience, 
by efficiency of service, by rate of wages paid, we have everything 
to lose and nothing to gain by public ownership. It would be a most 


perilous undertaking, both to the welfare of business and the in- 
dependence of the people. 


RAILROADS ANSWER LA FOLLETTE 


The Trafic World New York Bureau 


Attacks made by the La Follette party on the railroads 
are fraught with misrepresentation and untruths, according to 
a statement issued by five executives of eastern carriers. They 
deny the assertions that the roads are responsible for an in- 
crease in the cost of living and declare that the contrary is 
true. The statement says that, by various methods of economy, 


the railroads have materially lessened the cost of ordinary 
commodities since 1920. 


The following officials, composing the Committee on 
Public Relations of the Eastern Presidents’ Conference, 
signed the statement: E. E. Loomis, chairman, president of the 
Lehigh Valley; John Henry Hammond, president Bangor & 
Aroostook; E. N. Brown, chairman, Pere Marquette; W. W. 
Atterbury, vice-president Pennsylvania; and Patrick E. Crow- 


id president New York Central. The statement says, in 
part: 


“Through the published statements of the third party leaders runs 
the implication that there is an inevitable conflict between solvent 
railroads and justice to producers and consumers. Thus it is charged 
that the railroads have increased the cost of living and that the 
country would have been better off if it had refused to pay the sums 
necessary to sustain good transportation. 

Such ideas are untrue and fraught with great danger. Beyond 
any other nation we Americans are dependent on railroad transporta- 
tion, and a failure to understand sound policy on this question would 
harm us more than any other country in the world. 

The attempt since 1920 to treat the needs of our railroads in a 
more*constructive manner has not increased the cost of living, but on 
the contrary has helped to decrease it. Practically every element of 
cost in the production of transportation has increased at least twice 
as much as rates have advanced. But the railroads by liberal capital 
investment for additional facilities and-equipment and by increased 
efficiency have been able to meet present costs out of rates which 
advanced only about half as much as costs have. 

If the so-called policy of operation for service at cost, and not for 
profit, had been adopted in 1920, it would have been necessary to raise 
rates higher than they were raised, and they would never have come 
down without producing deficits to be paid out of taxation. 

But beyond this the railroads have made a great contribution 
toward reducing the cost of living. Last year the average time in 
transit was nearly cut in half. This automatically reduced the amount 
of raw material which manufacturers have to accumulate in advance 
of production. The effect was to lessen costs of production and dis- 
tribution; and to diminish the possibility of overproduction and con- 
sequent unemployment. 

At this moment the railroads are carrying the best crops of 
recent years, selling at advantageous prices to the farmer, and these 
crops are going to market with adequate car supply.and prompt move- 
ment. The supreme interest of every producer and consumer is in 
adequate and efficient transportation, and that interest the railroads 
of this country are loyally serving. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars was 103,730 in 
the period October 1-7, inclusive, as compared with 116,689 cars 
in the preceding period, while the average daily shortage was 940 
cars, as compared with 670 cars in the preceding period, ac- 
cording to the car service division of the American Railway 
Association. 

The surplus was made up as follows: Box, 28,143; ven- 
tilated box, 81; auto and furniture, 1,794; total box, 30,018; flat, 
6,358; gondola, 21,809; hopper, 30,834; all coal, 52,643; coke, 
2,402; S. D. stock, 6,744; D. D. stock, 1,074; refrigerator, 3,657; 
tank, 106; miscellaneous, 728; total, 103,730. 

The shortage was made up as follows: Box, 730; auto and 
furniture, 1; flat, 4; gondola,-130; hopper, 46; D. D. stock, 12; 
refrigerator, 17; total, 940. 

Canadian roads reported a surplus of 8,000 box, 250 auto 
and furniture, 1,400 flat, 1,000 S. D. stock, making a total of 


10,650 cars. They reported a shortage of 500 box and 50 re- 
frigerator cars. 
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Personal Notes | 


F. M. Renshaw, 
who has been ap- 
pointed traffic com- 
missioner of the 





Buffalo Chamber 
of. Commerce, ef- 
fective November 


1, succeeding 
Frank Williamson, 
who died, entered 
railroad service in 
1898 with the C. H. 
& D. After one 
year he went to 
the local office of 
the Pennsylvania 
at Cincinnati where 
he stayed for two 
years when he 
went into the divi- 
sion freight office 
of the B. & O. at 
Cincinnati. He 
stayed there in va- 
rious capacities 
four years, when 
he went with the 
Commercial Agent, 
Missouri Pacific, at 
Cincinnati as chief 
_ clerk for two years 
and then went 
back with the B. & 
O. at Cincinnati as 
soliciting freight 
agent, where he stayed until 1910 when he went with the 
Receivers’ and Shippers’ Association at Cincinnati as assist- 
ant commissioner under E. E. Williamson. When the asso- 
ciation was merged with the Chamber of Commerce, he be- 
came assistant manager of the tariff department which posi- 
tion he held until Mr. Freer left when he was made manager, 
holding this position for the last four years. In the last year 
he has been president of the Ohio State Industrial Traffic 
League, general secretary, Ohio Valley Shippers’ Regional Ad- 
visory Board. For three years he has been a director and 
member of the executive committee of the National Industrial 
Traffic League and a member of the.diversion and reconsignment 
committee for the same period. In the last three years he has 
been instructor in transportation at the College of Engineering, 
University of Cincinnati, covering a three year course in general 
transportation subjects, the last year being devoted to trans- 
portation law. 





C. H. Ashar has been appointed general coal freight agent 
of the B. & O. at Baltimore. C. W. Shinnamon has been made 
coal freight agent at the same point. J. A. Scheuerman has 
been appointed coal freight agent at Cincinnati, and J. P. Lein- 
gang, coal freight agent at Cleveland. 

Robert N. Nash has been made assistant freight traffic man- 
ager of the Frisco lines at St. Louis. F. C. Freiburg has been 
made general freight agent at St. Louis and H. P. Norden has 
been appointed assistant general freight agent at the same point. 

A. E. Schultze -has been appointed freight claim agent of 
the Richmond-New York Steamship Company, New York. 

L. F. Moore has been made general agent of the Kansas 
City, Kaw Valley & Western at Chicago. 

J. J. Murtaugh has been appointed commercial agent of the 
Rock Island at Alexandria, La. 

R. O. Powell has been made traveling freight and passenger 
agent of the Louisiana Railway & Navigation Company at Green- 
ville, Tex. R. H. Ragan has been made general freight and pas- 
Senger agent at the same point. 

W. A. Olliff has been appointed traffic manager of the 
Georgia, Florida. & Alabama at Bainbridge, Ga. 

W. Y. ‘Wildman has been appointed traffic director of the 
Illinois Coal Traffic Bureau at Chicago. 


DOINGS OF THE TRAFFIC CLUBS 


_ The Miami Valley Traffic Club will resume activities, follow- 
ing its summer recess, at Hamilton, O., October 27. The report 
from the delegates to the meeting of the Associated Traffic 
Clubs of America will be heard. Following the business meet- 
ing, there will be a program of entertainment. 





The Marion Traffic Club held its first meeting of the fall 
season October 17. Brooks Fletcher and H. R. Adams, super- 
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intendent of the Erie, were the speakers. Mr. Fletcher urged 
co-operation between the railroad men and the shippers, saying 
that it would be well for the farmer and the railroad man to 
become better acquainted with each other’s point of view. Mr. 
Adams spoke optimistically of transportation conditions, saying 
that he had recently attended a meeting of the Great Lakes 
Shippers’ Regional Advisory Board and was greatly impressed 
by commodity committee reports that showed an improvement 
in business and shipping. 





The Traffic Club of St. Louis met at luncheon October 20. 
Elmer Donnell, secretary of the Associated Industries of Mis- 
souri, spoke on “The Workmen’s Compensation Act.” 





The Traffic Club of Pittsburgh has begun plans for its an- 
nual dinner to be held in the latter part of January, or the early 
part of February. The club held its second golf tournament at 
the Highland Country Club October 16. About 117 members 
attended. Following play in the afternoon, dinner was served 
at 6 p. m. The first of the club’s bi-weekly luncheons will be 
held November 3. The president and secretary for the 1924-25 
season are, respectively, H. H. Gray and Almer H. Orr. 





The Traffic Club of Philadelphia held its first dinner and 
meeting of the fall season October 13 at the Bellevue Stratford 
Hotel Roof Garden. The members -were entertained with a 
vaudeville program. 





The Traffic Club of the Jamestown (N. Y.) Chamber of 
Commerce resumed regular meetings October 15. J. J. DeLa- 
ney, traffic manager of the American LaFrance Fire Engine 
Company, Elmira, N. Y., spoke on “Freight Distribution.” He 
said the motor truck was being recognized by the railroads as 
one of their greatest assets in handling freight over short dis- 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic Man who understands rate con- 
struction, analysis, claims, Interstate Commerce law, procedure hefore 
the Commission, etc. Two years practical experience. University 
graduate of transportation, three years law training, age 36, 
married. Address 8. S., care Traffic World, Chicago, Ill. 
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JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage 
Private Track N ckel Plate R.R. Pool Car Distribution 
Write Us Your Requirements 












Serving New York From the Hub 


Elmira is the natural distributing center for these two densely 
populated States which have corres ndagly great Seo 
by Erie—Lackawanna—Pennsylvania—Lehigh Valley 

Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
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tances and pointed out instances of roads inaugurating truck 
services. He said that, in the future, if the best results were 
to be obtained, freight terminals would be located out of the 
congested districts of the cities and that freight would be 
trucked from and to the shipper’s door. 


The Traffic Club of Chicago will hold a Halloween Party 
in the ballroom of the La Salle Hotel October 28. Dinner at 
6:30 p..m. will be followed by dancing and a program of fun. 


The Little Rock Traffic Club will hold a Halloween party 
October 30. 


The Transportation Club of St. Paul met at luncheon Octo- 
ber 21. M. L. Countryman, vice-president and general counsel 
of the Great Northern, spoke on “The Railroad Dollar.” 


The Traffic Club of Kansas City visited the plant of the 
Peet Brothers Company on the day of its regular luncheon- 
meeting, October 21. 


The Association of Railroad and Steamboat Agents of Bos- 
ton will hold its Saguenay Reunion and Halloween Party Octo- 
ber 31 in the Princess Room of the Hotel Somerset. 


The Oil City-Franklin Traffic Club will hold its third annual 
dinner at the Franklin Club, Franklin, Pa., December 4. 


The Traffic Club of Minneapolis held a “Ladies’ Day” and 


luncheon meeting October 23. John Philip Sousa was the 
speaker. 


The Tuscarawas County (Ohio) Traffic Club was organized 
at New Philadelphia, O., October 16. Officers are: President, 
John Ihnot, T. M., the Evans Pipe Company, Uhrichsville, O.; 
vice-president, F. H. Tiernay, T. M., the Reeves Company, Dover, 
O.; secretary, H. B. Bodenhamer, T. M., the Ohio Vitrified Pipe 
Company, Uhrichsville, O., and treasurer, R. H. Nussdorfer, the 
Deis-Ferdig Company, Dover, O. 


The Traffic and Transportation Association of Pittsburgh 
will hold “Ladies’ Night” and an informal Halloween novelty 
dance and entertainment October 29. 


The Norfolk-Portsmouth Traffic Club held a banquet and 
meeting October 17. T. P. Thompson, president of the Chamber 
of Commerce, spoke on “Our City.” A special meeting of the 
club was held October 24 to elect officers. 





The Traffic Club of New York will hold its regular monthly 
meeting October 28. George M. Graham, vice-president of the 
Chandler Motor Car Company, will speak on “Highway Trans- 
portation.” Through the courtesy of C. E. Jenny, general agent, 
passenger traffic department, the Grand Trunk and Canadian 
National, the members will be shown a moving picture of 
“Scenes Along the Canadian National Railways.” 


The Traffic Study Club of Akron met October 20. G. T. 
McKean, assistant postmaster, spoke on “Parce] Post.” 


The Traffic Club of South Bend, Ind., which had been in- 
active since the war, has been reorganized and will meet the 
second Monday of every month. Officers are: President, F. S: 
Montgomery, district freight agent, the Pennsylvania, and sec- 


retary, G. W. Orewiler, traffic manager of the South Bend Cham- 
ber of Commerce. 


The Twin City Traffic Club will hold its informal annual 


dinner and dance at the Whitcomb Hotel, St. Joseph, Mich., 
October 30. 


The Birmingham Traffic and Transportation Club held its 
regular luncheon and meeting October 20. A. G. Patterson, 
president of the Alabama Public Service Commission, was the 
speaker. The club adopted a resolution expressing sorrow and 
regret at the death of Captain L. K. Plosser, district manager 
of the Southeastern Demurrage and Storage Bureau. G. H. 
Wilcox, president of the club, has resigned, owing to his ap- 
pointment as assistant freight traffic manager of the Southern 
Railway System, at Atlanta, Ga. 


The Traffic Club of Kansas iCty will hold its regular lunch- 
eon and meeting October 28. The Reverend Charles R. Tyner 
will speak on “American ‘Pep’ in France.” 





President W. J. L. Banham, of the Associated Traffic Clubs 
of America, at the opening of its session in Atlanta last week 
(see Traffic World, Oct 18), spoke as follows: 


The railroads and the shippers, two erstwhile warring interests, 
have decided to pull in the same direction. 
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The railroads have a product to sell—transportation. Thei 
buyers, by far, are the shippers. elr largest 

Although recognizing that disputes were inevitable in such a pro- 
gram, the railroads and the shippers have never before tried to rectify 
the situation in an organized way. Traditionally they have been bitter 
critics. They have talked at each other for years. Each side’s atti- 
tude has been deplored, but the discussion has been largely captious 
not constructive. ‘ 

The railroads provide many questions—questions of detail anq 
questions of broad social policy—business questions which are of vital 
importance to those who operate the railroads and to those who use 
the railroads, economic questions which are of much interest to the 
economist, political and social questions which are of great significance 
to the public as a whole. . 

We cannot thrust these questions aside. They must be settled— 
one way of the other. Whether they are to be settled wisely and 
fairly depends in the final analysis upon the ogy with which 
the people as a whole study through the questions. he vast majority 
of the people of the world can safely be relied upon to do what is 
right and what is fair. 

The difficult problem for all of us is to know what is right and 
what is fair with respect to such problems as the railroad problem. 
And while it may be true that “much study is a weariness of the 
flesh,”’ it is also true that “through wisdom is a house builded, and 
by understanding it is established.” : 

The establishment of the Shippers’ Advisory Boards and the 
organization of The Assoctated Traffic Clubs of America are forceful 
indications of the fact that the shippers and the railroads of the 
country have decided to settle most of their own problems and with- 
out the aid of a third party. This plan calls for a square deal for 
the shippers and carriers alike, 

Transportation problems should be settled by the class of people 
in this country who know most about transportation. The traffic 
clubs of the country, in my opinion, through their memberships can 
do much towards bringing about a better understanding on the part 
of the public as to the problems both the carriers and shippers have 
to face. 

Perhaps we may conclude that there is still a sense of genuine 
balance and constructive economic thinking left in the country despite 
the chatter and futility of noisy investigations. 

Part of a paragraph in the dispatch from Atlanta in the 
Oct 18 issue of The Traffic World relating to the convention 
is herewith reprinted because owing to incorrect punctuation in 
telegraph transmission, the paragraph, as originally printed, was 
not intelligible: 

There were interesting and valuable discussions on the subjects 
of group life insurance, plans for constructive work by individual 
traffic clubs, suggestions with respect to the work of the National 
Association, individual traffic clubs problems, interchange of informa- 
tion among clubs, action of individual clubs in directing local senti- 
ment, and publicity. The discussion of the last subject resulted in 
the adoption of a motion that the president appoint a committee on 
publicity. 


In the last line of the next paragraph the word “class” 
should have been “clubs.” 


COAL PRODUCTION AND SHIPMENT 


“Production of soft coal continued to increase slowly in 
the week of October 11,” the Geological Survey said in its cur- 
rent weekly coal production report which, in part, follows: 





The total output, including lignite and coal coked at the mines, is 
estimated at 10,548,000 net tons, an increase of 273,000 tons over the 
preceding week. 7 

Preliminary telegraphic returns indicate that on Monday, October 
13, the ceiebration of Columbus Day reduced loadings to 33,940 cars, 
as against 36,312 on the preceding Monday. On Tuesday, October 14, 
however, loadings so far increased that the total for the first two days 
was slightly ahead of the corresponding days of the preceding week. 

Partial recovery from the effects of the heavy rains which flooded 
several anthracite mines during the-preceding week is indicated by the 
returns of shipments in the week ended October 11. The nine anthra- 
cite carriers report loading 33,223 cars from which it is estimated that 
the total output including mine fuel and local sales was about 1,737,000 
net tons. This was still 205,000 tons less than in the last week 
before the floods. 

In the week ended October 4, 2,680 cars of bituminous and 3,082 
cars of anthracite were forwarded over the Hudson to eastern New 
York and New England. 

In the week of October 11, 360,493 net tons of bituminous coal 
were handled over the piers at Hampton Roads, an increase of 3.8 
per cent over the record of the preceding week. Exports and ship- 
ments to New England declined, but dumpings for other coastwise 
destinations rose from 34,451 to 91,287 tons. 

The complete record of the movement of bituminous coal over 
tidewater piers at the North Atlantic ports shows little change in Sep- 
témber as compared with August. The decline in‘ total tonnage from 
2,745,000 tons in August to 2,677,000 tons was more than accounted 
for by the smaller number of working days in September. 

The movement of bituminous coal up the Lakes continues at a 
level slightly below that of the corresponding period in 1923. In the 
week of October 12, a total of 793,000 tons was dumped into vessels at 
— Erie ports, as against 857,000 tons in the corresponding week 
ast year. 

The cumulative shipments for the year to date, however, fall con- 
siderably short of those of 1923. 

The movement of anthracite up the Lakes has continued to 
parallel very closely the record of 1923. The total for the season now 
stands at 2,631,000 tons, only 4,000 tons less than in the corresponding 
period last year. The quantity dumped in the week ended October 12 
was 60,570 tons, less than in the preceding week. 


CONTRIBUTION FOR INSTITUTE 


Samuel L. Vauclain, president of the Baldwin Locomotive 
Works, testifying on cross-examination before the Senate cam- 
paign fund investigation committee, October 22, said his com- 
pany had contributed $10,000 to the American Economic Insti- 
tute. He said he had given the money to Julius Kruttschnitt, 
chairman of the Southern Pacific, for the use of the Institute. 
Frank P. Walsh, counsel for the La Follettes, developed that the 
Institute was engaged in a campaign against railroad legislation 
favored by La Follette. 











October 25, 1924 THE TRAFFIC WORLD 901 


$15,000,000 | 


for a 


Still Greater Port 





















Los An geles 
HARBOR 


From a frog pond to the second greatest har- 
bor in the United States in twenty years is 
rather a startling achievement. How much 
greater can Los Angeles harbor become? 


The people of Los Angeles refuse to set a 
limit. And they are backing their faith by an 
expenditure of $15,000,000 for enlarging the 
harbor and perfecting its facilities. 








Enormous as is the traffic in and out of this 
Southland port, shippers are getting their 
freight handled with efficiency and dispatch. 
And the City of Los Angeles, by that $15,- 
000,000 expenditure proposes to see that this 
vital essential to good commerce is main- 
tained, regardless of how fast the growth may 
come. 





Los Angeles County contains one-third the 
taxable property in California. And that’s 
just one county in this vast region, the Pacific 
Southwest. How does it look to you as a 
market ? 

Write for an interesting 
compilation of facts called 

“The Port of Los Angeles’’ 


Board of Harbor Commissioners 


City of Los Angeles 
“Port of the Pacific Southwest”’ 



































THE PORT OF 
HOUSTON 


Is Erecting a 
Million Dollar Grain 


Elevator 















Plans are completed and work is under way 
on the Grain Elevator which will serve 
The Port of Houston. 





Demanded by the constantly increasing 
pressure of shippers who recognize the 
supreme value of Houston as a shipping 
point, this project could no longer be de- 
layed. 


Adding another unit to the facilities which 
The Port of Houston affords shippers every- 
where either for inbound or outbound car- 
goes, the new Grain Elevator will conform 
in every respect to the modern construction 
and facilities which mark all other units 
which combine to make THE PORT OF 
HOUSTON the outstanding INLAND 
PORT of the United States. 





Fifty miles more of LOW WATER 
RATES IF YOU EXPORT. 


FIFTY MILES CLOSER TO THE VAST 
MARKETS OF THE EMPIRE OF THE 
SOUTHWEST if you use The Port of 
Houston as a distributing point. 


SEVENTEEN RAILROADS to serve 
your needs in any direction. 







Send for a copy of the November, 1924, 
issue of “PORT HOUSTON?” the official 
organ of The Port Commission. IT’S 
FREE. 5 


Address 


The Director of the Port 
5th Floor, Courthouse, HOUSTON, TEXAS 
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‘OCEAN RATES RECEDE SLIGHTLY 


The Trafic World New York Bureau 


Ocean charter rates showed a slight recession during the 
week, averaging about one-half cent a 100 pounds from previous 
high levels, but brokers generally did not regard the reaction 
as serious and confidently predicted resumption of the upward 
movement within a short time. 

The reaction was considered natural in view of the activity 
of the month before, when rates practically doubled on full 
cargo and berth vessels without a break in the advance. A 
period of digestion was expected, and this was brought about 
by the renewed increases in the prices of grain. The volume 
of fixtures in the last few days has been light but a substantial 
demand is said to be'still in the background. Failure of rates 
to show a more decided drop confirmed the opinion that the 
next move is to be forward. 

Lunham & Moore, in their weekly letter, pointed out that 
considerable business will develop shortly in coal to Rio and 
case oil to South America generally, and that demand for grain 
shipments to the Mediterranean is now becoming noticeable. 
Greater activity from Atlantic ports to Europe is expected in 
November and December. Closing of the St. Lawrence season 
will throw additional business to New York. 

Vessels were offered freely but not in the same volume as 
last week. Meanwhile there has been good demand for ships on 
time charter for the West Indian trade, and a large amount of 
space has been asked in the Gulf for shipments of lumber, cake, 
cotton and other commodities. 

The general range of grain rates was 4s. a quarter from 
Montreal to the United Kingdom; 17 cents a 100 pounds from 
Montreal to Antwerp and Rotterdam, and 18 cents to Hamburg 
and Bremen; 21 cents Montreal to Italy and 23 cents to Greece; 
3s.6d. Atlantic ports to the United Kingdom per quarter, 15 
to 1514 cents Atlantic ports to Antwerp-Rotterdam, 16 to 16%4 
cents to Hamburg-Bremen, 18 to 18% cents to western Mediter- 
ranean, 20% cents to Greece, 18% to 19 cents Gulf to Mediter- 
ranean, 2214 cents to Italy and 24 cents to Greece. 


Grain rates on regular liners to the Continent have dropped 
one to three cents a 100 pounds under previous levels, due to 
the temporary decline in shipments. The situation on United 
Kingdom liners is different and shippers, who are offering con- 
siderable traffic at three cents under the going rate, have failed 
to induce the companies to lower their figures. This is attrib 
uted to the fact that the steamers to the United Kingdom are 
comfortably filled. Reports that an agreement had been reached 
by the conference lines not to accept more than ten per cent 
under the prevailing charter rates for grain were denied by 
conference officials. 

Funch, Edye & Co. declare that there is nothing in the pres- 
ent situation to “warrant the expectation of any radical break 
in rates in the near future” and, in fact, “the reverse can quite 
easily take place, as the basic conditions upon which the recent 
grain boom found its inception apparently continue to exist.” 

General advances in freight rates from New York to Italian 
ports, averaging about ten per cent, will become effective No- 
vember 16. Agreement on the increase has been reached by 
the larger Italian steamship companies. The new rate on gen- 
eral cargo will be $17 a ton, weight or measurement, on pas- 
senger liners and $15 a ton on cargo ships. A few commodi- 
ties will take parity in rates on both passenger and cargo ships. 
The rate on lubricating oil, grease and wax from February and 
March will be $7.50 a long ton, against 30 cents a 100 pounds 
at present. For April, May and June the rate will be $8 a ton. 

Some delays to traffic between the United States and Cuba 
have developed at several Cuban ports, due to sympathetic 
strikes on the part of railroad and longshore workers with 
union labor in a number of sugar centrals. The rail and water 
unions have refused to handle shipments to or from the dis- 
affected centers, with the result that ships have had difficulty 
in loading and discharging. 

Some congestion in grain traffic is becoming apparent at 
Montreal, where, at last reports, about 50. vessels were awaiting 
discharge from. the lakes. 

W. Hamlan Davies, assistant manager of the Pacific Steam 
Navigation Company, before sailing for Europe after a study of 
industrial conditions in this country, predicted a gradual, sub- 
stantial increase in foreign trade, not only with Europe but 
also with Central and South America. 

Negotiations toward the establishment of a steamship line 
between Los Angeles harbor, Australia and New Zealand were 
started recently at a conference held before Commissioners 
Lissner and Haney of the Shipping Board on the Pacific Coast. 
The increasing trade out of Los Angeles with the Asiatic and 
island ports in the Pacific is said to have attracted the atten- 
tion of séveral large steamship firms. 

The Ozean Lines, operating a joint service with the Ham- 
burg-American Line between Europe and Mexican Gulf ports, 
announce that effective with the sailing of the S. S. Rio Bravo 
on November 12 their ships homeward bound will call at Plym- 
outh instead of Southafipton. On the outward voyage Havana 
will be made a port of call instead of Vera Cruz direct. 
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The ports of Rio Janeiro and Santos are still suffering from 
congestion, which has led the steamship lines to impose sur. 
charges on shipments. New rail equipment has been received 
at Santos, however, and is expected to give some relief. Sim- 
ilar excess charges have been applied by steamship lines from 
foreign ports. The new surcharges become effective on all 
American commodities as fast as existing contracts expire, and 


by January 1 all items except malt will come within the new 
ruling. 


SHIPOWNERS RECEIVE NEW PLANS 
The Trafic World New York Bureau 


At meetings of the executive committee and also the com- 
mittee on national shipping policies of the American Steamship 
Owners’ Association, which will be held shortly, one of the 
principal plans to be discussed is that of Cary W. Cook, presi- 
dent of the American Hawaiian Line, for a system of profit- 
sharing to succeed the present Shipping Board policy. Another 
will be the suggestions of the National Merchant Marine Asso- 
ciation for export and import certificates to be used in conjunc- 
tion with legislation for preferential duties. 


In addition to Mr. Cook’s plan “for mail subventions for 
passenger liners, he has proposed cancellation of the present 
managing agency agreement made effective by the Shipping 
Board, and the assignment of the vessels to private companies 
under an arrangement for sharing profits and losses. An out 
line of these recommendations, which has been circulated among 
members of the association, was obtained this week. 


The central features of Mr. Cook’s plan for the Shipping 
Board, which he has now presented in detailed form, is given 
in the following statement: 


Aid for Passenger Lines 


Name passenger and mail lines that should be maintained and de- 
cide the number of ships required for each line. Agree with Post- 
master General on amount of mail subvention and make a contract 
based on speed and frequency of service for a period equal to the 
expected effective life of the ship. 

Offer the steamers and lines and mail contract for sale to Amer- 
icans. 

Give preference to established companies experienced in such 
business. 

Assuming 20 years to be the effective life of a new first-class 
passenger and mail ship, a company operating such service finding 
it necessary to augment or make replacements to its fleet should 
as an inducement to build be given an irrevocable mail subvention 
for twenty years for that ship. Every and any new vessel to be 
built on plans satisfactory to Army and Navy as well as Secretary 
of Commerce so as to be efficient as transport in time of war. 


Plan for Cargo Lines 


Existing cargo boats to be allocated to Americans for not ex- 
ge 4 one year. No commissions or brokerages or other fees to 
e paid. 

The Government to furnish the ship and equipment other than fuel 
and consumable stores and to make no charge for interest, hire, 
depreciation or insurance, and to take 75 per cent of the net earnings 
for the year or until given up by the ship operator or until sold 
as hereafter provided as its full compensation. In the event that 
the operation shows a loss instead of a profit the Government pays 
75 per cent of such loss. The remaining 25 per cent to be for or 
against the operator. 

The net gain or loss to be computed for the entire period and 
not by single voyages or parts of voyages. 

The operator to have option of buying at any time within one 
year, at price to be set when allocation is made. 

Any vessels not sold at end of one year to be laid up and the 
service discontinued by the Government. 

_ New services may be established on above terms at the discre- 
tion of Secretary of Commerce provided ships are available. No 


new merchant ships to be built, rebuilt or reconditionea by the 
Governmefit. 


Purely cargo ships to receive no aid other than above. 


Above on both classes of vessels applies only to those engaged in 
foreign trade. 


Mr. Cook’s suggested bill to repeal the merchant marine 
act of 1920 and the shipping act of 1916, has also been sub- 
mitted to members of the association for consideration. The 
principal feature of this measure is abolishment of the regu- 
latory powers now conferred on the Shipping Board, and trans- 
fer of the government fleet to the Secretary of Commerce for 
operation until liquidated. 


The plan of the National Merchant Marine Association, 
which is still in tentative form, calls for a system of discrimi- 
nating duties. This would also provide for rebates to shippers 
based upon certificates that their goods are carried on Amer- 
ican vessels. 


WORLD SHIPPING OUTLOOK 


Leaders in European shipping are taking a slightly more 
optimistic view of the situation, according to E. S. Gregg, chief, 
Transportation Division, Department of Commerce, who has just 
returned from Europe. Their optimism, however, he says, is 
restrained and is not related to the strengthening of rates 
within the last few months, a tendency which may be attributed 
largely to seasonal influences. Their forecast is that the idle 
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President Grant—One of the five sister ships—showing cargo ing facilities 
especially designed for rapid handling from lighters on both sides of veseel. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 


between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 


the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT JACKSON. ................000- Nov. 4 
PRESIDENT JEFFERSON .................. Nov. 16 
PRESIDENT GRANT _..............--+--- . Nov. 28 
PRESIDENT MADISON ............. sioeeees Dec. 10 
PRESIDENT McKINLEY.................... Jan. 3 


Direct Freighter Service 


Japan, S Shanghai, Dairen, Taku Bar, Tientsin 


eee eee ee ee ee ee 


Also Regular Sailings Direct to Foochow, Amey, Swatow, Cebu, lloilo 
FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Lean & Trust Bldg., 112 W. Adams St., Phone 


Bandolph 5 
New Yerk—32 Broadway, Phene Bread 0586. 
Bosten—177 State Street. 

Philadelphia— 


101 Bourse Building. 
San 


Les os Electric Building. 
Portland 101 ‘Third Bt Ont Stark. 
Seattle—<09 L. C. Smith Building. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL ORENTAL [I 


MANAGING AGENTS 
U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 























Joint Service With 
HOULDER, WEIR & BOYD 
Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Baltimore New York Savannah 
| ER Sonor saa 8 eee Oct. 25 Oct. 29 
sk a a eee Nov. 4 Nov. 8 Nov. 12 
ae a ba CARROLL...... Nov. 18 Nov. 22 Nov. 26 
oo, a ae Dec. 2 Dec. 6 Dec. 10 
VINITA ehAseinie 0s pe setae Dec. 16 Dec. 20 Dec. 24 
SEEKONK .............. Dec. 30 Jan. 3 Jan. 7 
PETER KERR........ --. Jan. 13 Jan. 17 Jan. 21 
7 ee Jan. 27 Jan. 31 Feb. 4 
Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 4 





Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 
of California, Oregon, Washington, British Columbia, Alaska and 


the Far East. 





Joint Service With 





HAMBURG-AMERICAN LINE 
NEW YORK TO HAMBURG 
{CLEVELAND ......... Oct. 25  }THURINGIA ......... Nov. 20 
{MOUNT CLAY.....--- Nov. 1 ‘DEUTSCHLAND ....... Nov. 27 
MOUNT CLINTON ....Nov. 8 {MOUNT CLAY ....... Dec. 6 
*ALBERT BALLIN.....Nov. 13 CLEVELAND ........ Dee. 11 


¢Cabin and Third Class Passengers. *First, Second and Third 
Class. Loading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 


MONTICELLO (via Baltimore and Hampton Roads)...... Nov. 15 
PHILADELPHIA TO BREMEN AND HAMBURG 
ANTIOCHIA (via Baltimore and Hampton Roads)........ Nov. 8 
IDARWALD (via Baltimore and Hampton Roads)........ Nov. 29 
KYPHISSIA (via Baltimore and Hampton Roads)......... Dec. 18 


WESTERWALD (via Baltimore and Hampton Roads) 
BALTIMORE TO BREMEN AND HAMBURG 


ANTIOCHIA (via Hampton Roads)................. weoeband Nov. 14 
MONTICELLO (via Hampton Roads)..........  ciateialy auulta eee Nov. 22 
IDARWALD (via Hampton Roads).............ccccccceees Dec. 5 
WESTERWALD (via Hampton Roads).............+e.eee0- Jan. 15 


NORFOLK AND NEWPORT NEWS TO EREMEN AND 





COREE H eH HEHE EEE EHH HEHEHE HEE EES EE ESE EE SEES 


I ins 0 55:60 KET EbD Te oh SER aSENS WKS 0 <bb DEMS Nov. 17 
ILE 1.2. ciixplepletaemuiaieie oi: siete bERe o's tema beeriin abil Nov. 26 
WEE oo er 0 5cce seeecetne uveeves ale. siah Siardio scene eae aie Dec. 8 
NEW ORLEANS TO BREMEN AND HAMBURG 
ec 6icc2e0 9.00 00:5 oven tiscuene<bene Last half of October 
ne Hata eeensini neck x00<en 60568%% ..-Last half of November 





ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 





General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 

CHICAGO, 327 Seuth La Salle Street......... Phone Wabash 4891 
BRANCH OFFICES: 
BALTIMORE.............. janmment daionshbinmnel Hearst Tower Bldg. 
PITTSBURGH....... pe veeet ote CNet eoede 4128 Jenkins Arcade Bldg. 


BYRMACUGR, 0 0 i.ccn cs csicdcccecvcscccccccvccccios 201 Mitchell Bidg. 


POPPER ewe HEHEHE EEE EE ERE EE EH EES 








NORFOLK......... .-Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA .-Dichmann, Wright & Pugh, Inc. 
PORTLAND............-+. ...-Columbia Pacific Shipping Co. 
SIN, Che fic im 66 56 ces 0-4 cgaclee o¥s Seeee ea Sudden & Christensen 


SAN FRANCISCO...........2cceecececevcees Sudden & Christensen 
TACOMA.......... eccccccccccccns cooceeees Sudden 
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tonnage of the world may be completely reabsorbed into trade 
within from three to five years. Continuing, Mr. Gregg says: 


A number of facts support this view. The idle steam tonnage of 
the world has declined from over 11,000,000 gross tons on Jan. 1, 1922, 
to about 6,000,000 tons on July 1, 1924. If this absorption continues, 
all idle tonnage would again be in employment in less than four years. 
(It should be noted that the re-employment of idle tonnage in the 
first half of this year was at a slower rate than in previous similar 
periods.) The actual position is stronger than the statistical posi- 
tion. Several million tons of ships now out of employment will prob- 
ably never be used in commercial undertakings; many of them are 
too old, others are types built for war uses and unfit for trade at 
the level of rates likely to rule in the next five years. 

Another supporting fact is that ocean freight rates, judged by 
indices of trip and time charter rates, have remained fairly steady 
for the last two years. Rates apparently have reached bottom and 
the influence of the large amount of idle tonnage overhanging the 
market has not been sufficient to force rates further downward. In 
fact, there has been of late a slight tendency for rates to rise, apart 
from seasonal influences. 


The amount of the world’s oversea trade in terms of tons has 
unquestionably increased in the last few years. In the absence of 
official statistics, this view is confirmed by the steady absorption of 
ship tonnage into active employment and by the hardness of rates. 


It is not to be assumed, however, that the earnings of shipping 
companies have been satisfactory; they have not. While the income 
of shipowners as measured by ocean trip-charter rates is only about 
110 per cent of 1913, their outgo, as measured by index numbers of 
wholesale prices, is around 150 per cent. It seems unlikely that rates 
can advance materially in the near future and efforts of shipowners 
to reduce expenses are meeting strenuous objection. Any optimism 
with reference to the outlook is, therefore, necessarily not related to 
the immediate future. 


Until some marked revival occurs in shipping, the shipbuildjing 
industry of the world will continue in its present unsatisfactory 
state. New construction is at one of the lowest points in several 
decades, and work on numerous contracts is suspended. The bright 
aspect of the situation is the steadily increasing construction of 
motor ships and the rapid development of improved types of Diesel 
engines. 


ITALIAN RATE CONFERENCE RESTORED 


The Trafic World New York Bureau 


Confirming reports that lines to West Italy had advanced 
freight rates an average of ten per cent, effective November 16, 
it was learned this week that the seven steamship companies 
in the trade have re-established the conference after a lapse 
of about two years. These are the American Export Line, oper- 
ating Shipping Board vessels; the Lloyd Sabaudo, Navigazione 
Generale Italiana, Consulich, Garcia & Diaz, Transatlantica 
Italiana and Siculana Americana. The organization is known 
as the North Atlantic-West Coast of Italy Conference. 


The conference has adopted a new tariff covering shipments 
from November 16 to March 31. A differential of approximately 
ten per cent is allowed freight ships against passenger liners. 
While most of the new rates represent an advance, the increase 
is not uniform, as previous charges varied widely according to 
competitive conditions. One of the advantages claimed for the 
new agreement is that it stabilizes rates. 


Negotiations for restoration of the conference were con- 
ducted with considerable secrecy and it was only after the 
agreement had been reached that reports of the new arrange- 
ment became public. It was reported also that similar negotia- 
tions would be undertaken shortly to form a conference to 


Spanish ports and Marseilles, the only Mediterranean trade in 
which rates are still open. 


Rumors have been current for some time that an effort 
was being made to bring about a conference agreement in the 
South African services. With the exception of the Spanish and 
South African trades conferences have now been restored on 
all important steamship lines from American ports. This marks 
a decided advance toward stability in comparison with the sit- 
uation two years ago, when severe competition due to the de- 
pression in ocean transportation had resulted in the disruption 
of practically all conferences. 


While freight rates have recovered only a part of their 
losses incident to the period of deflation, conditions are now 


improving rapidly and officials are more hopeful than at any 
time recently. 


U. S. WATER-BORNE COMMERCE 


The Trafic World Washington Bureau 


American vessels carried 31.22 per cent of the imports of 
the United States, by value, in August, as compared with 34.26 
per cent in August, 1923, and 33.42 per cent for the eight months 
ended with August as compared with 31.42 per cent in the same 
period of 1923, according to foreign carrying trade figures issued 
by the Department of Commerce in its monthly summary of 
foreign commerce. 

A better showing was made with respect to exports, Amer- 
ican vessels carrying 38.69 per cent, by value, in August, as 
compared with 37.62 in August, 1923, and 38.92 per cent in the 
eight months ended with August as compared with 37.40 per 
cent in the same period of 1923. 


The detailed figures, including those by vessels of: each 
country, follow: 
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Countries Eight Months Ending 
August— August— 
Imports 1923 1924 1923 1924 
Brought in— Dollars Dollars Dollars Dollars 
Cars and other 
land vehicles ....... 28,567,671 25,212,513 245,524,778 237,593,088 
POPC PORE .ncccccece 8,916,538 7,808,739 74,845,799 69,677,514 
American vessels ..... 81,494,028 69,198,220 732,040,820 693,630,931 
Foreign vessels— 
RIN Share coin wie sparen 294,719 229,602 4,872,077 8,006,555 
a aR ae 88,055,892 88,154,503 871,498,030 730,139,695 
| are 3,805,663 3,312,827 54,274,263 43,047,085 
MEE Za elans vest acane 7,022,812 5,936,227 73,020,505 58,706,823 
NEES tent < cicbGrsary'e- oie 10,258,614 8,727,597 95,149,378 88,185,894 
EE © avnala ctaicle we eheare 6,927,730 5,387,178 43,509,366 47,043,993 
0 RO ae SS 4,615,581 2,688,350 37,416,322 37,491,306 
BO rn ee 19,278,089 18,965,745 163,892,320 150,806,720 
POOEWIOIIAT 6 ok ccce cence 10,865,090 8,792,861 184,528,785 134,397,332 
a ae ee 1,181,471 703,186 10,608,799 11,857,847 
a ee 2,738,227 3,083,330 23,638,387 28,121,649 
Pe ee 1,415,868 6,429,021 35,672,033 44,161,298 


Total in fgn. vesels.156,459,756 152,410,427 1,598,080, 265 1,381,966,192 


DOMESTIC EXPORTS 


Carried in— 
Cars and other 
land vehicles ....... 50,993,856 41,999,323 404,257,552 356,437,237 
io!) Se ee ae a . See ees 13,626,659 
American vessels ..... 95,422,421 108,631,119 786,418,571 885,647,054 
Foreign vessels— 
DE: s+ embusceeee 2,016,977 1,602,015 16,494,993 22,664,397 
PD. a cs awecntesss 91,803,895 96,308,409 760,474,240 734,421,674 
SROME, oiveviewcpawascals 3,604,182 5,739,887 39,022,160 50,456,071 
| Se oe ee 7,246,541 8,747,854 55,538,641 67,922,209 
POOR «oc vss eSeewours 6,706,602 10,728,224 68,393,378 66,826,643 
RR Ae 8,448,852 9,045,102 54,039,144 82,837,380 
Co See oe re 5,658,421 9,790,299 57,656,250 72,036,171 
POBOMOE 6 6 cbcesne seckc 9,015,025 7,699,634 92,761,272 96,200,044 
ROP WOMIMN. <655s:0.0c0%swee 10,576,134 7,991,138 86,906,493 81,686,265 
TE ea 5,509,023 5,198,189 33,658,774 37,182.895 
WE Sviawqecens sew 4,931,033 4,149,101 27,162,329 29,754,240 
MD GRE hoi cisicctancs 2,825,247 5,638,499 24,096,978 37,732,204 


Total in fgn. vessels 158,341,932 172,638,951 1,316,204,652 1,379,720, 193 


FOREIGN EXPORTS 








Carried in— 
Cars and other 
land vehicles ........ 2,762,439 1,967,959 22,103,169 22,432,349 
American vessels ..... 1,278,460 1,709,212 9,057,609 11,525,789 
Foreign vessels ....... 2,166,783 2,153,715 20,669,552 27,966,421 
WATER-BORNE FOREIGN COMMERCE 
August— 
1923 1924 
Imports: 
r Dollars Pet. Dollars Pct. 
In American vessels .........+++. 81,494,028 34.26 69,198,220 31.22 
In foreign vessels .........eeee- 156,459,756 65.74 152,410,427 68.78 
Total (except inland vehicles 
and parcels posts).......... 237,953,784 100.00 221,608,647 100.00 
Exports: 








In American vessels .......... 95,422,421 37.62 110,340,331 38.69 
In foreign vessels ............:. 158,341,932 62.38 174,792,666 61.31 


Total (except in land vehicles) 253,764,353 100.00 285,132,997 100.00 














TONNAGE OF VESSELS 



































Entered: 
Net tons Net tons 
Cn EE OT re 2,453,476 37.32 2,629,067 41.89 
EE, « earosne cacsancna creeks wabity 4,120,784 62.68 3,646,946 58.11 
WOtRl GUSTER ..iides ceitdcies den 6,574,260 100.00 6,276,031 100.00 
Cleared: 
REO. & ve. 0'0.8% i096 + RESEEA 0s 2,559,178 38.23 2,876,778 42.85 
pe IR ak A A lord ot ge 4,135,718 61.77 3,836,711 57.15 
go errr 6,694,896 100.00 6.713,489 100.00 
WATER-BORNE FOREIGN COMMERCE Se 
Eight Months Ending August— 
1923 1924 
Imports: am 
Dollars Pet. Dollars Pet: 
In American vessels .......... 732,040,820 31.42 693,630,931 33.42 
In foreign vessels ........... 1,598,080,265 68.58 1,381,966,192  66.58- 
Total (except inland vehicles 
and parcels posts)........ 2,330,121,085 100.00 2,075,597,123 100.00 








Exports: 


In American vessels ........ 786,418,571 37.40 897,172,843 38.92 
In foreign vessels ............ 1,316,204,652 62.60 1,407,686,614 61.08 


Total (except in land vehicles) 2,102,623,223 100.00 2,304,859,457 100.00 








TONNAGE OF VESSELS 














Entered: 
Net tons Net tons 
SOORECOTE Wis cai ds de 5 Ge Se evs 17,446,778 40.08 19,258,168 43.41 
WR GBNE 3 Sk ob bn's db wad aus 26,087,598 59.92 25,104,261 56.59 
Ee aa oe 43,534,376 100.00 44,362,429 100.00 
Cleared: 
SOME 5. dv 0% ick odes lana 17,726,112 40.29 19.533,171 43.46 
POU See ie etseud Geese 8 26,269,127 59.71 25,419,669 56.54 








SOCK? CIORTOE oon scgescessccce 43,995,239 100.00 44,952,840 100.00 
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Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 


SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


NY) (2s od oF Velod (-Mel cel a-t:4-Er tales Di tiaa lslttateye’ 
New York Central Siding 
Distribution Negot 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 


TWO FIREPROOF WAREHOUSES 
Storage of General Merchandise and Household Goods 


EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


WE SELL SERVICE 


Along With Our Storage Space 
Our Warehouse Receipts are Accepted as Collateral by any bank 
Get Our Rates on Offices 
CONSIDER THE LOCATION 


316 Commercial Street 


Only two blocks from the Main Post Office 
Phone Trinity 9431, Station 8 


The Los Angeles Warehouse Company 


AMARILLO, TEXAS 


Merchants Produce Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 





GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


Concrete Construction. 
Absolutely Fireproof. Sprinkler Risk. 
Lowest Warehouse Insurance Rate in State. 
Track Capacity, 25 Cars. 

Latest and Best Bqulpneent for Handling. 


General Merchandise Storage 


Cartage Facilities. 
High Grade ice Guaranteed. 
Negotiable Warehouse Receipts Issued. 
Pool Car Distribution. 









Merchandise Storage and Pool Car 
gersetteecy: Distribution  »,:,2100 


CAPA 


CROOKS TERMINAL WAREHOUSES 


CHICAGO. ILL. KANSAS CITY, MO. 





Petry Express & Storage Co. Inc. 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 






Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 





AKRON COLUMBUS 


FOR CE! STATES 
DISTRIBU ERCHANDISE 


MERCHANDISE WAREHOUSES 
Lecated best te serve as your warehouse Peel car distributien—stere deer delivery. 


heitLLe COTTER WAREHOUSE Company 


Executive Othces: 40 West 5rd Street 
MANSFIELD. OHIO 












Foreign Freight 
TuLEDO MANSFIELD Forw ard ers 


MEM tah fre hs raeahe ddl ce be Established 1884 


Natural distributing point for New York and D ° C . AND R EWS & CO., Inc. 


New England. Warehouses for every need 









with vail connection. U. &. Dect of Mati. 27-29 Water patrick at York, U.S.A. 
Boston 3 
Albany Terminal & Security Warehouse Co. 92 State Street 


James G. Perkins, Custom Broker, Mgr. 


















One of America’s Oh Pp St. Charles Accommodating Over 


Leading Hotels One Thousand Guests 
NEW ORLEANS 


Every Railroad Entering New Orleans Has Its City Office in the Hotel 








He 
ie 
be 
! 


STS Sak a 


906 THE TRAFFIC WORLD 


JAPANESE LINE WILL REORGANIZE 


The Trafic World New York Bureau 


Resignation of Ito as president of the Nippon Yusen Kaisha 
and readjustment of the internal policies of the company are 
expected shortly to bring to an end the dispute between the 
headquarters staff and the managers of the company at the 
principal ports of the world, it was learned this week 

T. Ishizawa, manager at New York, was one of those who 
sent in his resignation, but this was not accepted by the com- 
pany. It is understood that the same procedure was followed 
in the case of other port managers. Several weeks ago more 
than 600 officials of the line resigned in protest against the 
management of President Ito. 

While full details of the controversy have not been made 
public, it is understood that shore officials were dissatisfied 
with the authority granted to the sea personnel in the control 
of the company, and blamed this change for the poor showing 
of the line in the last two years. Negotiations are now under 
way which are expected to bring about adjustment of the 
dispute. 

The N. Y. K. has recently applied to the Japanese govern- 
ment for an increase in the subsidy for its passenger liners to 
meet American and British competition. 


SALE OF PIERS OPPOSED 


The Trafic World New York Bureau 


DeWitt Van Buskirk, chairman of the Port of New York 
Authority, had addressed a letter to President Coolidge oppos- 
ing the sale or rental of the former Hamburg-American and 
North German Lloyd piers at Hoboken, now controlled by the 
Shipping Board, to private interests. This action was taken 
in anticipation of an appeal by a delegation of Hoboken business 
men to the President for disposal of the terminals to private 
enterprises. 

Mr. Van Buskirk asked that the Shipping Board piers be 
conserved, in co-operation with the city of Hoboken and its 
business interests, as a combined ocean and rail steamship 
terminal under public control. This could be accomplished, he 
said, by transferring the property to the municipality of Ho- 
boken, N. J., to the Port Authority, or by taking an operating 
lease from the Shipping Board similar to that arranged recently 
for the government-owned piers at Charleston. 

The letter said the piers were inter-related with the Ho- 
boken Shore Line and the adjacent waterfront property owned 
by the government. The Port Authority plan is to purchase 
the latter, and acquisition of the piers would be the next logical 
development. 

The letter proposed that a conference be held by direction 
of the President, consisting of representatives of the Shipping 
Board, the Secretary of War, the Secretary of Commerce, repre- 
sentatives of Hoboken and the Port Authority, and any others 
he might select, “to consider the whole problem from the stand- 
point of the best interests of the nation, as well as Hoboken,” 
and to present recommendations to the President. 


NEW SHIP FREIGHT RULES OPPOSED 


The Trafic World New York Bureau 


The New York Board of Trade & Transportation has re- 
opened its fight on the House Bill 5080, known as the “carriage 
of goods by sea” bill, and, in a statement from its traffic com- 
mittee, issued this week, it charges that an effort will be made 
at the assembly of Congress to enact the measure with as little 
publicity as possible. 

The board also charges that the mystery surrounding the 
efforts to enforce this measure is deepened by the fact that, 
while the Shipping Board was represented at the Brussels 
Conference, at which the Hague Rules were adopted, the report 
of the American delegates has never been made public. 

The principal argument in favor of the plan, the board 
says, is that it would ensure the adoption and use of a single 
uniform bill of lading throughout the world, and this claim is 
said to be false. 

The New York Merchants’ Association, which previously en- 
dorsed the measure, has taken it under consideration again, 
and similar action has been adopted by the New York Shippers’ 
Conference. 

Giving its reasons for opposing the plan, the Board of Trade 


. Transportation issued the following analysis of its provi- 
sions: 


In a number of paragraphs H. R. 5080 specifically provides for 
differing forms of bills of lading, for differing contracts and differing 
agreements. It opens up the largest possible opportunity for serious 
and unjust discriminations between shippers without any control of 
limitations whatever. Section 2 of H. R. 5080 reads in part as follows: 

“Subject to the provisions of Section 6 of this Act under every 
contract of carriage of goods by sea the carriers shall be subject 
to the responsibilities and liabilities and entitled to the rights on 
immunities set forth.’’ These provisions “hereinafter set forth” are 
contained in Sections 3, 4 and 5, which follow in the bill. They are, 
however, as declared in the first seven words of Section 2, just above 
quoted, “subject to the provisions of Section 6,’”’ therefore, Section 6 
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controls and makes Section 3, 4 and 5 void. For Section 6 says: 
“Notwithstanding the provisions of the preceding sections, a carrier, 
master, or agent of the carrier and the shipper shall, in regard to any 
phe yg goods, be at liberty to enter into any agreement in any 
erms,”’ P 

There is no comment needed to show any intelligent rson the 
utter futility of Sections 3, 4, and 5 when placed between Sections 2 
and 6 as they are with the ap a of Sections 2, and 6 as quoted 

The sponsors for the bill are profuse in explanations, and the 
Belgian Conference endeavored to hoodwink the shippers by amend- 
ments to this Section 6, but the fact remains that there is here no 
rule laid down in any way prohibiting discriminations between ship- 
pers, which, this “liberty to enter into any agreement in any terms” 
invites. It ignores and violates all of the principle and policies 
adopted by Congress in the Interstate Commerce Act to govern the 
relations between shippers, and between shippers and carriers by 
railroad in this respect. 

It is true that Section 9 of H. R. 5080 forbids such construction 
being placed upon Section 5 as to permit a carrier, when surrendering 
his rights and immunities under this Act, and embodying such sur- 
render in the bill of lading, to discriminate against competing ship- 
pers with respect to their right to demand and receive such bills 
of lading, and such discrimination shall be unlawful and punishable 
under Section 12. But this prohibition against discrimination under 
Section § applies only to goods carried under bills of lading. The 
provisions of Section 6, however, permits ‘‘agreements in any terms” 
which are sharply distinguished from bills of lading, because Section 6 
further provides that when such agreements are made “that in this 
case no bill of lading has been or shall be issued, and that the terms 
agreed upon shall be embodied in a receipt which shall be a non-nego- 
tiable document, and shall be marked as such.” The prohibition 
against discriminations applies only to shipments under bills of lading, 
and these agreements and the ‘“‘receipt’”’ are clearly exempt from such 
prohibition, and are cleverly designed to be so exempt. 

The quotation, just above, of the provisions of Section 5 shows 
that many different forms of bills of lading may be issued. 

Paragraph 5 of Section 4 limitts the liability of the carrier to 
$500 per package or unit, but permits agreement between the carriers, 
master, or agent of the carrier, and the shipper by which another 
maximum amount may be fixed. 

Section 3, paragraph (a) requires the carrier before and at the 
beginning of the voyage to ‘‘make the ship seaworthy,” but Section 6 
permits agreements absolving the carrier from this obligation. 

There are many other provisions of Section 3, 4, and 5, of which 
just criticism might be made. But inasmuch as Sections 2, and 6 as 
shown, working together, make all the provisions of Section 3, 4, and 
5 void it is manifestly useless to discuss these sections. Why this 
measure has been drafted in this way, it is difficult to understand, 
unless, as appears from a study of it, it is intended to lure shippers 
into a sense of security by its provisions which it gives with one hand 
and withdraws with the other. It forbids discriminations, and provides 
punishment for them, and then permits discriminations without limit, 
which are outside of the prohibition, and not subject to the punish- 
ment. 


JAPANESE ASK FOR SUBSIDIES 


Halleck A. Butts, acting commercial attache at Tokyo, has 
reported to the Department of Commerce that the Nippon Yusen 
Kaisha has petitioned the Japanese government for an increase 
in the subsidy for the company’s passenger line, which oper 
ates under government protection and support. The com- 
pany also has asked for assistance in building better ships to 
compete with the United States Shipping Board lines. 

Trade Commissioner Jesse Van Wickel, stationed at Batavia, 
Java, has reported to the Department of Commerce that the 
Japanese Commercial Association of Sourabaya has requested 
the Japanese traffic minister to subsidize a direct line of fast 
steamers between Japan and Java, as the present services are 
considered inadequate. 


UNITED AMERICAN LINE SERVICE 


The United American Lines announce that, effective No- 
vember 1, their organization in Baltimore will be taken over 
by Dichmann, Wright & Pugh, Inc., who will, from that date, 
represent their joint services with the Hamburg-American Line 
in the Hamburg trade, and Houlder, Weir & Boyd in the inter- 
coastal trade. This is an extension of the arrangement 
by which Dichmann, Wright & Pugh, Inc., were recently ap- 
pointed agents of the United American Lines at Norfolk and 
Philadelphia. 


CONCRETE TANKERS TO BARGE LINE 


The Shipping Board has authorized the transfer of three 
concrete tankers to the War Department for use by the federal 
barge lines on the Mississippi and Warrior rivers. Officials 
said the tankers were to be used for storage purposes. 


LAKE-TYPE VESSEL SOLD 


President Palmer, of the Fleet Corporation, has announced 
the sale of the Lake Gadsden, a lake-type cargo vessel of 4,225 


deadweight tons, to Lykes Bros. Steamship Co., Inc., for $71,000 
cash. 


CHANGE IN BOARD OPERATORS 


The Shipping Board has approved negotiations by President 
Palmer, of the Fleet Corporation, with the Roosevelt Steamship 
Company, headed by Kermit Roosevelt, for the operation of 
six Shipping Board vessels betwen New York and Indian ports. 
The ships have been operated for the board by the Kerr line. 
This line also operated foreign tonnage which it desired to 
retain and it agreed to the Roosevelt company taking over oper- 
ation of the vessels. The board requires that its operators shall 


not operate foreign tonnage. The line will be known as the 
“American India Line.” 
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DETROIT, MICH. 


American Elevator and Storage Co. 
Centrally located for Storage and Distri- FREIGHT SERVICE 


ee Se eee. cee FREQUENT SAILINGS PROMPT FORWARDING 
siding. Direct connection with all rail- 112 SHIPS — 1,200,000 TONS 
road lines serving Detroit. Low insur- 53 Years’ Experience 


is International Mercantile Marine Company 
ance rates. Correspondence solicited. White Star Line American Line Red Star Line 


Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Dominion Line 


5075 Grand River Avenue, Detroit, Mich. FG GRMU teens tuabean Wek. tee We Mame” Gee 


KENT STORAGE COMPANY 


GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 


MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
EIGHT WAREHOUSES—300,000 SQUARE FEET 
Located in Michigan’s Jobbing Centers. : Main Offices: 


WORLD WIDE 









GRAND RAPIDS, MICH. 


DENVER, COLORADO 





NAL 
iON TERM : 
PeHOUSE ifort ag 
, WARE ngel CZ =— 
105A" — 


1,500,000 SQUARE FEET 
OF 


Modern Fireproof Warehouse Space in Los Angeles and at the Port 
of ngeles 


Free and U. 8. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
Special equipment for the proper handling of various commodities 
Steamer Space booked when requested 


We can serve yoh in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 
Bonded for $100,000.00 


UNION TERMINAL WAREHOUSE CORPORATION 
SHATTUCK & NIMMO WAREHOUSE COMPANY 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 





































Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 










Consign via any Railroad into Denver 
Free Switching to Warehouse 














Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 


The Weicker Transfer & Storage Company 






Henry Coburn Storage & Warehouse Co., Indianapolis 


THE HUB WAREHOUSE OF THE CENTRAL STATES 
16 Steam Railroad Divisions 13 Traction Line Divisions 


2 2 mm Merchandise Storage — Quick Shipments — Distribution Cars 
“Coburn Service for Efficiency’”’ 





E. P. 8. W.-S. P. INJUNCTION 


The Traffic World Washington Bureau 
Joseph U. Sweeney and Edward C. Wade, Jr., attorneys at 
El Paso, Tex., October 24 wired notice to the Commission that 
they had asked the United States court there for an injunction 
to prevent the carrying into effect of the consolidation order, 
as they called it, in the El Paso Southwestern-Southern Pacific 
acquisition and construction case. They opposed the applica- 
tion in a brief filed as amici curie. They told the Commis- 
sion they would ask the court, October 27, to grant a temporary 
restraining order and an interlocutory injunction. The Com- 
mission will resist any effort to have a hearing on such short 
notice as given by the attorneys. 


RAIL CONSOLIDATION PLANS 


The Trafic World New York Bureau 
Tentative plans for consolidation of the eastern railroads, as 
discussed by executives with the Commission last week, con- 
tinue to be the subject of interest in local financial and railway 
circles. One of the first results of announcement of the sug- 
gestions was increased buying of the stocks of the various com- 
panies. The recent success of te Van Sweringens in carrying 
out the Nickel Plate merger was accepted by the financial 
community as assurance that the new plans deserved more 
than usual support. 


It was believed that the New York entral had practically 


‘given up its fight for the Reading, the New Jersey Central, and 


the Western Maryland, and had agreed to transfer of these 
carriers to the Baltimore & Ohio. 

According to information current in financial circles, the 
tentative plans are approximately as follows: 


New York Central: All of the present N. Y. Central Lines, plus 
the Lehigh Valley, 


the Buffalo, Rochester & Pittsburgh, and the 
Ontario & Western. 


Baltimore & Ohio: The Reading, the Central of New Jersey, Ann 
Arbor, Chicago, Indianapolis & Louisville, Buffalo & Susquehanna, 
Cincinnati, Indianapolis & Western, and the Western Maryland. 

Nickel Plate: Present Nickel Plate, the Pere Marquetts, the ~ a 
apeake & Ohio, the Erie, the Hocking Valley, the Virginian, the Lack- 
awanna, and the Detroit & Toledo Shore Line. As an entrance into 
Pittsburgh: the Wheeling & Lake Erie, and the Pittsburgh & West 
Virginia are under consideration, but this is tentative. 

Pennsylvania: Norfolk & Western, Grand Trunk Western and the 
Chicago & Alton from St. Louis to Chicago. 


No disposition is made in the plan for the New England 
railroads, the Delaware & Hudson, the Wabash and a number 
of others. 


Rea Objects to Plan 


Details of the objections made by President Samuel Rea, of 
the Pennsylvania, to the consolidation plan of the eastern rail- 
roads, which are regarded in New York as foreshadowing a 
contest among the large railroad systems, have become public. 

The substance of the statement filed by Mr. Rea with the 
Commission is that the heads of the other systems failed to 
give proper consideration to established trade routes, made 
recommendations leaving the Pennsylvania in an unfavorable 
position compared with other important groups, and that their 
plans, if approved by the Commission, would give the Penn- 
sylvania inadequate facilities at Detroit, Toledo and Buffalo. 
It is expected that Mr. Rea will follow this statement with a 
more complete outline of his objections, accompanied by his 
views as to consolidations. 

Mr. Rea said he was called into consultation by the other 
officials at such a late date that he was unable to obtain full 
information from the Commission. His statement gave the 
impression that there had been conversations among other offi- 
cials before he was asked to confer, apparently on the assump- 
tion that the Pennsylvania was practically complete as it stands 
at present. 

Neither does he accept, without comment, the allocation 
of the Chicago & Alton to his system. He asks, in the. brief, 
why the Chicago & Eastern Illinois was not given to the Penn- 
sylvania in place of the Chicago & Alton. He is not satisfied 
with the granting of the Virginian to the Nickel Plate system, 
which already has the Erie as a coal traffic carrier. He sug- 
gests that this road should either go to the Norfolk & Western 
and the Pennsylvania or that the ownership be held jointly 
by the Norfolk & Western and the Chesapeake & Ohio. 

He objects to the Central of New Jersey and the Reading 
being awarded to the Baltimore & Ohio unless the provision is 
made that this gateway is to be kept open to other railroads. 

One of the strongest objections, from the viewpoint of the 
Pennsylvania, is that the earnings of the Pennsylvania, under 
the new plan, would be less than those of any other system, 
based on valuation. He figures the earnings of the various 
roads, based on valuation, as follows: The New York Central, 
6.11 per cent; Baltimore & Ohio, 4.84 per cent; Nickel Plate, 
4.76 per cent; Pennsylvania, 4.21 per cent. He gave figures to 
show that the Lehigh Valley exchanges more freight with the 


Pennsylvania than with the New York Central, which proposes 
to absorb it. 
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Taking up each of the new proposed systems separately, 
President Rea compares it to the proposed Pennsylvania system 
and shows where, in his opinion, the new systems would have 
a decided advantage in operating conditions and im earn‘ngs. 

One of the major objections is to the disposal of the Dela- 
ware, Lackawanna & Western and the Lehigh Valley, the former 
to the Van Sweringen system and the latter to the New York 
Central. He declares that the Pennsylvania is entitled to an 
entrance into Buffalo over one or the other of these railroads. 
On account of the lake shipments being transferred to the rail- 
roads at this point, this gateway is especially to be desired. 

Further objections are made to the arrangement at Detroit 
and Toledo. He is not satisfied with the Grand Trunk Western, 
which, he says, will not give him desirable entrances into either 
of the two great business centers. 

Other things that he asks for the Pennsylvania as part of 
a fair deal on the groupings are the Lehigh and New England 
as an additional bridge route to connect with the New England 
railroads; trackage rights around the south shore of Lake Erie 
from Buffalo to Toledo, as well as one-half interest in the De- 
troit Terminal and the Detroit & Toledo Shore Railroad. 


ORIENT DIVISION ARGUMENTS 


The Trafic World Washington Bureau 


Arguments on brief on No. 13668, The Kansas City, Mexico 
& Orient divisions case, filed with the Commission, October 21, 
show, it is believed, an irreconcilable division of opinion be- 
tween the Orient, on the one hand, and the respondents on the 
other, over, first, the question of the power of the Commission 
to make an order, and second, the power to make an order 
respecting divisions on the ground that the Orient needs the 
money and is entitled to receive it from its connections. Broadly 
speaking, the Orient contends that on the further hearing, fol- 
lowing the decision of the Supreme Court, that the Commission 
had not proceeded in accordance with law in making up the 
record, that that defect has been cured and the Commission is 
now in position to afford the relief it undertook to give in its 
first order. The court found that the Commission had made 
use of reports the railroads had sent to it, without giving the 
respondents the opportunity to which it was entitled, by 
designating the parts it desired to use. 

Briefs were filed for the Orient by Clifford Histed, E. A. 
Boyd, E. H. Shaufler, J. J. Lane and T. J. Kelly; for the Missouri 
Pacific by J. M. Chaney and H. H. Larimore; for the Missouri- 
Kansas-Texas and M.-K.-T. of Texas by C. S. Burg; A. B. Enoch 
for the Rock Island; and T. J. Norton, F. E. Andrews, C. C. 
Dana, R. S. Outlaw and Gardiner Lathrop for the Atchison, 
Topeka & Santa Fe and its subsidaries, 

The Santa Fe attorneys, in their conclusion, said the ex- 
aminer at the hearing indicated that if the Commission found 
the Orient was entitled to relief, probably would issue a general 
order and would not undertake to make any adjustment of 
particular divisions. They said, by way of answer to that, they 
assumed the examination of divisions by the Commission would 
not be a meaningless procedure “under which the Commission 
may make any general order which it believes the financial 
necessity of an applicant for increased divisions may require.” 
They said it was earnestly contended that the Commission, in 
this proceeding, could not justly issue any ordei increasing 
divisions to the Orient out of the joint rates and charges be- 
tween the Santa Fe system and the Orient. 

The Rock Island contended that the divisions received ‘by 
the Orient out of joint rates with the Rock Island were more 
than just and fair. The Katy contention was that the divisions 
were not unreasonable per se, and that, in fact, if anything, 
they were in excess of divisions accorded to other connections 
in that same general territory. 

The Missouri Pacific took the position that whatever the 
financial condition of the Orient, its present and future neces- 
sities, the burdens now being carried by the Missouri Pacific, its 
physical location, its present financial condition required that 
the application of the Orient for increased divisions, in so far as 
the Missouri Pacific is concerned, be denied. 


MEYER SAID MAGNIFICENT 

F. T. Bentley, western traffic manager of the Universal 
Portland Cement Company, in a letter to C. R. McCorey, traffic 
manager of the Hercules Cement Company, expresses the opinion 
that the use of the word “Concrete” in the Traffic World of Octo- 
ber 4, p. 405, in a report of the story Commissioner Meyer told 
the dejected passenger men about the destruction of a highway 
by heavy vehicles using it, unintentionally gave concrete roads 
a black eye. He points out that Mr. Meyer said it was a masg- 
nificent highway, without designating what kind. He, however, 
said the writer was entitled to credit for not conceiving 4 
“magnificent highway” which was not a concrete road. . 

The point of the story was that a good road was being 
destroyed by the heavy vehicles using it and that the railroad 
companies were not the only highway owners entitled to think 
gloomy thoughts. There was no idea of making any odious 
comparisons between the materials used in road making. 
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OMAHA, U.S.A. 


The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 
OR 
.MERCANTILE STORAGE WAREHOUSE CO. 


OMAHA, NEBRASKA 





ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


A. T. & 8. F. Ry. 


C. & A. R. 
~& LW. 
.& N. W. LcCa&® 
B. & Q R. Penna. Railroad 
M. tt P. & S. Ste. M. Ry. (Soo Line) 
Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 


C. M. & St. P. Ry. 
c. Cc. C. & St. L. Ry. 
G. T. Ry. 


flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the ILLI- 
NOIS NORTHERN RAILWAY for manufacturing and 
other business. 

Chicago rates apply to and from all industries. 


Our trap car service allows for the handling of L. C. L. 
freight between our industries and McCormick Station 
free of charge, in lots of 6,00@ pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
606 S. Michigan Ave., Chicago, Illinois. 
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TRANSMARINE LINES 


Regulariy Maintained WEEKLY Service 
Gulf Service 


VIA 


BEAUMONT, TEXAS 


SERVING 


THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 


AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates ( Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


General Offices: 
5 Nassau St.. New York City 
Telephone Rector 0020 
General Agencies: 
Beaumont, Buffalo, Chicago, Cleveland, Dallas, Fort Worth, Los Angeles, Minneapolis 
Mobile, Pensacola, Pittsburgh, Port Newark, San Antonio, San Francisco 


Port Newark Terminal 
Telephone Mulberry 4300 





KANSAS 


— Eo rT. 
: —BR=Ass —__ 7 
ta I epeeemeenananiaplitend 


A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 


SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE C0. 


828-36 WEST POURTH STREET 
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EASTERN CLASS RATE PROPOSAL 


The Trafic World Washington Burcau 


Eastern trunk lines, October 24, filed, in No. 13879, eastern 
class rate investigation, their proposal respecting interterritorial 
rates between Trunk Line and Central Freight Association ter- 
ritories. Their scale proposes class relationships in consonance 
with the relationship of classes in the Central Freight Asso- 
ciation or Disque scale—that is, 100, 85, 67, 50, 35 and 28, 
instead of 100, 8636, 6636, 4636, 40, and 33%. 

They propose to increase the present first class rate between 
New York and Chicago from 142 to 161 cents per 100 pounds. 
Under the new percentage relationship the second class will 
be 137, the third 108, fourth, 80.5, fifth 56.5, and sixth class 45 
cents. The first four classes will be increased, the fifth held 
where it is, and the sixth reduced from 47.5 to 45 cents. 

The proposal will also provide some departures at border 
points between the two territories from strict observance of 
group percentages so as to afford fourth section clearances 
involving long hauls in Trunk Line territory. The Bangor & 
Aroostook, being outside of any Anderson scale zones, is not 
a party to the proposal. 


LUMBER SHIPMENTS 


Comparable reports received October 23 by the National 
Lumber Manufacturers’ Association from 370 of the leading 
commercial softwood lumber mills of the country show an in- 
crease in shipments and new business for the week ending 
October 18, as compared with the previous week. At the same 
time production showed a slight decrease. Compared with the 
corresponding period of 1923 there is a decrease in production 
of approximately 18.000,000 feet, or 7 per cent. 

The unfilled orders of 252 Southern Pine and West Coast 
mills at the end of last week amounted to 546.598,343 feet, as 
against 557,052,999 feet for 252 mills the previous week. The 
130 Southern Pine mills in this group showed unfilled orders of 
227,235,480 feet at the end of last week. and 223,960,515 feet for 
130 mills the preceding week. For 122 West Coast mills the 
unfilled orders were 319 362 863 feet, as against 333,092,484 feet 
for 122 mills a week earlier. 

Of the 370 comparably reporting mills, last week’s shipments 
were 103 per cent and orders 97 per cent of actual production. 
For the Southern Pine mills by themselves these percentages 
were 199 and 113, respectively; and for the West Coast group 
100 and 86. 

Of the foregoing mills, 349 have a determined normal pro- 
duction for the week of 218,051,942 feet, according to which 
actual production was 99 per cent, shipments 101 per cent, and 
orders 96 per cent of normal production. 

The following tab'e compares the national lumber movement 
as reflected by the comparably reporting mills of seven regional 
associations for the three weeks indicated: 


Corresponding Preceding Week 


Past Week Week 1923 1924 (Revised) 
Peco: ee 370 391 359 
PROGRORION ooccccccvteeees 226.214,156 244.215.248 227 221.746 
aE pn 3 232 190.021 230.852,181 218,729,937 
Orders (new business) ... 220,087,827 220,004,480 208,826,250 


The following figures compare the reported lumber move- 


ment for the first forty-two weeks of 1924 with the same period 
of 1923: 


Production 


Shipments Orders _ 
, | Cr ya Me oe ae ee 9.830.680,678 9,.739.645.108 9,416,532 936 
ER 6S, My OF 5 10,334,593, 431 10,296,934,976 9,793,141,555 
3944 GOCTORRS. «sc. -eicansc 503,912,753 557,289,868 376,608,619 


The mills of the California White & Sugar Pine Association 
make weekly reports, but for a considerable period they were 
not comparable in respect to orders with those of other mills. 
Consequently, the former are not represented in any of the fore- 
going figures. Seventeen per cent of these mills reported a cut 
of 19,120,000 feet last week, shipments 14,635,000, and orders 
12,500,000. The reported cut represents 40 per cent of the total 
of the California Pine region. 


FRUIT AND VEGETABLE SHIPMENTS 


Carlot shipments of 20 fruits and vegetables totaled 31,913 
cars the week ended October 18, according to the weekly re- 
port of the Bureau of Agricultural Economcs of the Department 
of Agriculture. This was a gain of approximately 6,000 cars 
over the movement of the preceding week. Grapes accounted 
for 3,000 cars of the gain. Potatoes and apples also moved 
in much heavier volume. 


Totals from the weekly summary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*)} placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 
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Total Total 


Oct. Oct. Oct. This Sea- Last Sea- Total 


12-18, 5-11, 14-20, son to son to Last 
1924 1924 1923 Oct. 18 Oct. 2 Season 
Apples (Western StaTés): 
Tote sk. «20 are 3,652 *3,360 5,281 *16,318 22,140 63,036 
Apples (Eastern States): 
eater 5,291 *%4,279 6,328 *23,383 35,067 *75,056 
Cantaloupes: 
re 14 101 77 *28,676 25,778 25,923 
Honeydews: 
UCAS  cvovieckee 77 128 went 2,395 ceahiea, ee 
Cabbage: 
REE wi cdueece 1,322 1,178 1,391 *25,796 23,593 *37,013 
Cauliflower: 
WORE, <sasayoss 115 *132 148 *483 464 4,339 
Celery: 
cy) | ee 497 #421 486 *9,698 8,877 16,867 
Grapes 
"Tetal assures 8,326 *5,001 6,199 *49,792 49,869 65,336 
Grapefruit: 
Total jpisisdccé 235 36 448 *300 1,850 *19,990 
Lemons: 
Peteh co siccee< 71 90 154 924 994 12,001 
Lettuce (Old Crop): 
7 Et tree 196 204 362 *37,875 26,488 27,797 
Lettuce (New Crop): 
otal “ti sse ns 209 186 102 495 251 *37,875 
Mixed Deciduous Fruits 
Ota 565s So cce 55 93 110 *5,501 8,813 9,075 
Mixed Vegetables: 
| eo 440 427 425 *23,876 20,599 23,913 
Peaches: 
BO ivcidsins 94 *204 163 *38,158 33,494 33,526 
Onions: 
MOE kas coteso 1,018 1,002 960 *15,926 15,529 29,539 
Oranges (Old Crop): 
| ae 5 512 514 76,454 71,145 71,507 
Oranges (New Crop): 
ee 8 Sasa es 336 8 659 76,454 
Pears: 
. ae 529 *649 674 13,466 17,115 18,472 
Plums and Prunes: 
WEEE BS vtweciwe 48 68 45 *3,579 6,774 6,800 
Sweet Potatoes: 
ME Socork eee 757 809 676 6,162 6,780 *13,932 
Tomatoes: 
rrr ee 603 *726 334 *24,079 23,087 *24,233 


Summary Potatoes: 
Leading Sec- 
tions, Late 











a ks 7,656 5,974 8,466 38,388 57,117 193,311 
Other Sections, 
Late Crop. 182 282 153 «16,307 «12.515 ‘15,129 
Early Crop.... 3 5 1 50,040 33,306 33,391 
Total ..... 7,841 *6,261 8,620 *104,680 102,938 *241,822 


CONDITION OF LOCOMOTIVES © 


Class I railroads on October 1 had 11,329 locomotives in need 
of repair, 17.6 per cent of the number on line, according to 
reports filed by the carriers with the car service division of the 
American Railway Association. This was a decrease of 429 
locomotives under the number in need of repair on September 
15, at which time there were 11,758, or 18.2 per cent. Of the 
total number, 6,175, or 9.6 per cent, were in need of classified 
repair, a decrease compared with September 15 of 264, while 
5,154, or eight per cent, were in need of running repairs, a 
decrease of 165 during the same period. 

Class I railroads on October 1 had 5,424 serviceable locomo- 
tives in storage, a decrease of 599 under the number in storage 
on September 15. The railroads the last half of September 
repaired and turned out of the shops 33.955 locomotives. This 
was the largest number on record ever repaired in any similar 
period and was an increase of 376 over the previous high record 
established the last half of March, this year. It also was an 
increase of 3,785 locomotives over the number repaired the first 
fifteen days in September. 


NEED OF BETTER TERMINAL FACILITIES 


Secretary Hoover, of the Department of Commerce, left 
Washington October 23 for California where he said he would 
discuss with agricultural co-operative associations the problem 
of obtaining adequate terminal facilities at the principal mal- 
kets. He said one solution offered was the establishment of 
terminals outside congested areas of cities and the use of motor 
trucks for deliveries. The Secretary’s views_ with respect to 
the terminal question were set forth in a recent address before 


the American Dairy Federation. (See Traffic World, October 
4, p. 702.) 


INTERLOCKING DIRECTORATES 


J. Walter Coon has been authorized to hold the position of 
secretary of the Delaware & Hudson Company in addition to 


retaining a directorship with the Albany & Susquehanna Rail- 


road Company and various other short lines. 

Edward J. White has been permitted to hold the positions 
of vice-president and general solicitor of the Missouri Pacific 
Railroad Company, director and general solicitor of the Boon- 
ville, St. Louis & Southern Railway Company, director of the 
Terminal Railroad Association of St. Louis and Texas Pacific 
Missouri Pacific Terminal R. R. of New Orleans, and general 


solicitor of the Cairo & Thebes Railroad Company and various 
other lines. 
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Ship by Water 


“DIFF ERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York _ Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Chicago, Ill. 
39 South St. Drexel Bldg. Oliver Bldg. 333 S. Dearborn St. 
And at our Branch Offices at ports of call, etc. 





PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New ber ~ WeRadsetie, Baltimore and Norfelk to Los Angeles 
Francisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS 


NEW YORK 
SANTA BARBARA October 25 
*ECUADOR 


November 7 
SANTA MALTA November 22 


Through b'Ils of lading issued for transsh pment at San Francisco to 
Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 


SAN FRANCISCO LOS ANGELES 
SANTA PAULA October 27 October 29 
*COLUMBIA October 30 


October 28 
SANTA OLIVIA.... November 12 November 14 


*Passenger steamer etitinn at Manzanillo, San Jose de Guatemala, La 
Libertad, a, Corinto, Canal Zone, Havana (Eastbound). 


Fares to Los Angeles or San Francisco, First Class, $250, $270 and $300 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 


S.S. CITY OF SAN FRANCISCO sails from San Francisco, November 8 
and sail ngs about every 22 days thereafter 


PACIFIC MAIL S. 5S. COMPANY 


10 Hanover Square, New Yor California St., San Francisco 
605 Central Bidg., nn Angeles, Calif. 
hehe OFFICES IN 

Hog Norfolk, Southgate a. & Stge.Co. 
Baltim .Equ table Blas. Cleveland 630 Eng neers Bldg. 
Pittsburgh, 410 State Theatre Bidg. Chicago 142 So. Clark St. 
Philadelphia. .. 240 Bourse Bldg. Cincinnati Ga Bldg. 
Wilmington, Del., Mar ne Terminal 


Consult us regarding your 


WAREHOUSING 
STORAGE 
DISTRIBUTION 


Daily Deliveries by Zone System 


within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 


Total General Storage Capacity 
9,706,000 Cubic Feet 


of 


Wharfage and Dockage 
Free Stores 


Customs Bonded Stores 
Internal Revenue Bonded Stores 
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Questions and Answers 


In this department will be answered 


uestions of both legal and 
practical nature that confront persons di 


with traffic. A specialist 


on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any si se question relating to the law 
of interstate transportation of freight. i 


traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to ta! 


the place of traffic man but to 
help him in his work. 


e right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein ——— 


dress Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


Misrouting—Jurisdiction of the Interstate Commerce 
Commission 


Ohio.—Question: A question has arisen concerning power 
of the Interstate Commerce Commission under sections 8 and 
9 of the act to award damages where misrouting ensues. The 
Commission has assumed jurisdiction in Conference Ruling 
214-C and 286-A, but I would appreciate your advising what you 
understand to be the authority that vests in the Commission 
the right to assume jurisdiction in such cases. The fact that 
a carrier might misroute a shipment cannot be held to be a 
violation of the act and it would be interesting to know where 
the Commission gets its authority to issue these conference 
rulings, as it is debatable whether the broad powers conferred 
upon it by section 1 grants such authority. 

Answer: The basis for the Commission’s statement in Con- 
ference Ruling 286-A that it has exclusive jurisdiction over 
claims for damages arising from the misrouting of freight is 
the decision of the Supreme Court of the United States in No. 
Pacific Ry. Co. vs. Solum, 247. In this case the court said: 


Whether the practice of the carrier of shipping over the interstate 
route was reasonable when a lower intrastate route was open to it, 
presents an administrative question, one of perhaps considerable 
complexity. 

The railway contends that, since the administrative question 
upon which its liability depends involves the reasonableness of a 
practice in interstate commerce and the traffic actually moved in 
interstate commerce, the court had no jurisdiction to adjudicate the 
controversy until that administrative question had been determined 
by the Interstate Commerce Commission. The shipper, on the other 
hand, urges that the rule which requires such preliminary determina- 
tion of administrative questions by the Commission applies only to 
those cases where the question involved is whether a particular prac- 
tice is discriminatory. But the rule is not so limited. It applies, 
likewise, to any practice of the carrier which gives rise to the appli- 
cation of a rate. Texas & P. R. Co. vs. American Tie & Timber Co., 
234 U. S. 138, 147, 59 L. ed. 1255, 1258, 24 Sup. Ct. Rep. 885; Pennsyl- 
vania R. Co. vs. Puritan Coal Min. Co., 237 U. S. L21, 131, 59 L. ed. 
1406, 1412, 35 Sup. Ct. Rep. 896. The Interstate Commerce Commis- 
sion has frequently entertained proceedings for refunds for misrout- 
ing under such circumstances. Indeed, long before these suits were 
filed, proceedings had been begun before the Interstate Commerce 
Commission against this and other railroad companies to secure the 
refunds of amounts paid for shipment over the interstate routes 
between Minnesota points in excess of that which would have been 

ayable if shipment had been made over the intrastate routes. 

olmes & H. Co. vs, Great Northern R. Co., 37 Inters. Com. Rep. 
627, 630, 645, 649. And before the judgments were entered by the 
supreme court of Minnesota in these cases, the Interstate Commerce 
Commission had determined that, under the circumstances, ‘‘the car- 
rier was not required by law to change its methods of operation and 
abandon the use of its more favorable interstate line;’’ and had re- 
fused to grant refunds in respect to the shipment of other commcdi- 
ties, under circumstances precisely like those presented here. 


Rate in Effect Date Shipment Received for Transportation Con- 
trols Shipment to Final Destination 

Washington.—Question: A carload of salmon received at 
point “A,” and transported by boat to point “B”; delivered to 
railroad at point “B,” on expense bill from steamer line (which 
is the usual manner of handling). Consignor at point “A” re- 
quested that the transportation company hold shipment on their 
dock until after September 29, 1924, when a new rate and 
minimum went into effect, but through an error on the part 
of the dock company same was tendered the railroad company, 
bill being furnished on their expense bill, which was the usual 
manner, as above stated, and the old rate of 90 cents per cwt. 
was applied on the shipment. 

Bill of lading on this shipment was executed on September 
29, the effective date of the new rate. 

Through no fault of the railroad company this shipment 
was billed; however, they did sign the bill of lading and dated 
the same the effective date of the new rate. 

Will you please advise the railroad company’s responsibility 
in this matter and if they are liable for reparation? 


Answer: In Conference Ruling 172, the Commission holds 
that where freight is received by a carrier and bills of lading 
were issued therefor on December 21 and 29, 1908, the rate 
in effect on the date the carrier received the property for 
transportation was the lawful rate to apply, even though the 
freight was not moved until January 1, 1909. While it is not 


clearly stated, the freight was apparently received on the dates 
the bills of lading were issued. 
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With respect to the question as to when goods are deliy. 
ered to a carrier and when the liability as a carrier begins, the 
rule is that in order that the carrier may be charged with ref. 
erence to the custody, care and transportation of goods, it is 
essential that, as bailee, it shall have come into possession of 
the goods, which, of course, involves a delivery by the shipper 
and an acceptance by the carrier, and until there has been 
such a delivery and acceptance, by which the possession of the 
goods had been transferred from the shipper to the carrier, no 
liability of the carrier with reference to such goods arises, 

If something required by law or, contract remains to be 
done by the shipper after the goods are put into the hands of 
the earrier before they are to be transported, the carrier does 
not become liable as carrier until the goods are ready for ship. 
ment. As otherwise expressed, the party bringing the goods 
must first do whatever is essential to enable the carrier to 
commence, or make the needful preparation for the service re. 
quired from it, before it can be made liable or subject to re. 
sponsibility in that capacity. Delivery cannot be complete if 
anything remains to be done by the shipper before the goods 
can be sent on their way. But if the thing to be done is some- 
thing which it is the duty of the carrier to do without further 
act on the part of the shipper, then the liability of the carrier 
attaches at once. However, notwithstanding the goods are in 
the actual custody of the carrier, its liability, as such, does not 
attach before shipping directions have been given and until 
such time its liability is that of a warehouseman only. Never- 
theless, the liability of a carrier as a common carrier begins 
with the actual delivery of the goods for transportation and 
not merely with the formal execution of a receipt or bill of 
lading, the issuance of a bill of lading not being necessary to 
complete the delivery and acceptance. St. Louis, etc., R. Co. 
vs. Burrow, 116 S. W. 198 (Ark.); Garner vs. St. Louis, etc, 
R. Co., 96 S. W. 187 (Ark.); Cent. of Ga. R. Co. vs. Bird, 73 
S. E. 599 (Ga.). 

It is our view that, if the bill of lading is issued before 
the shipment is made, this being prima facie evidence of receipt 
ef the goods by the carrier, the date of the billing will, if 
uncontroverted by proper evidence, determine the rate to use; 
that if the goods are physically taken by the carrier into its 
possession, with full knowledge as to routing and destination, 
so that their transportation may be begun without further action 
on the part of the shipper, the date such possession was taken 
will determine the applicable rate, regardless of the date of 
the billing, or the date the transportation is commenced. 

See, in this connection, the Commission’s order of Novem: 
ber 17, 1910, which reads as follows: 


On the 20th day of January, A. D. 1910, this Commission issued 
an order in the following terms: 


“It is ordered, That all carriers subject to the Act to Regulate | 
Commerce be warned that a false entry as to date, or otherwise, 
upon a bill of lading, is a misdemeanor within the meaning of Sec- 
tion 20 of said act, and that in case of any such false entry here-, 


after arising, criminal prosecution of those responsible therefor will 
be requested.” 


‘ 
An investigation by the Commission(ha9 developed the its | 
that certain rail carriers at Chicago, Ill., and at other points 
ar@ issuing bills of lading showing a date prior to that upon | 
which shipping instructions are received by the carrier. These | 
bills of lading purport“to show that Gars@re in course of trans- 
portation to named consignees on a daté prior to that upon 
which such consignees are indicated to the carrier. In specific 
cases brought to the attention of the Commission this has re 
sulted in loss to buyers of property through the presentation | 
of such bills of lading as proof that shipments had been made | 
on contract days, although such shipments had not been ordered 


forward until some days after the date shown in the bills of 
lading. Therefore, ; 


It is further ordered, That all carriers subject to the act 
to regulate commerce be warned that not only must property 
to be transported be in the possession of the carrier issuilé 
bill of lading therefor at the time of such issuance, but such 
bill of lading must be dated as of the day upon which the shi 


ping instructions are fully given and the carrier finally autho 
ized to forward the property.” 


Carload vs. Less-than-Carload Shipments 


New York.—Question: On July 24 we made a shipment of 
seven squares variegated roofing slate from Granville, N. Y» 
to Greens Farms, Conn., upon which the delivering carrier col- 
lected charges based on the carload minimum weight of 40,000 
pounds at the class rate of 24 cents applicable thereto. | 

We ordered from the originating carrier the car into which 
this shipment was loaded. The bill of lading contained a nota- 
tion to stop off at John Doe’s siding at West Pawlet to com 
plete loading. At Granville there were 7,100 pounds loaded into 
the car and at West Pawlet there were 500 pounds more loaded 
into it, making a total of 7,600 pounds. In accordance with 
published tariffs there was assessed a charge of $6.30 for sto 
off at West Pawlet. 

It was an error on our part in ordering a car for L. C. L. 
shipment; also an error in inserting the notation on the original 
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October 25, 1924 


Make your col- 
lections build 


good will. 


Do not incur the ill will of 
your debtor. He is your 
dealer. Once you sought 
him, cultivated him thru 
advertising, salesmen an 
literature—you now have 
an investment in him. 


Unskillful collection 
methods will kill that 
investment and leave the 
debtor valueless to you 
as a dealer for the future. 


Your business is sales, you study 
the psychology of the DEALER. 
Our business is collection after sales, 
we study the psychology of the 
DEBTOR, the same man under 
vastly different conditions. Our 
specialty is collecting your overdue 
accounts from your debtor and re- 
turning him to you as a dealer—a 
better business man because of his 
contact with us, and less apt to 
again fall in arrears. 


We collect your delinquent ac- 
counts quicker and more effectively, 
and with less danger of leaving a 
sore spot on your dealer, 


That’s why more than four thou- 
sand leading manufacturers turn 
their debtor-dealers over to us reg- 
ularly. Let us help you—write to- 
day for détails, 


UNITED MERGANTILE AGENGIES 


Louisville, Kentucky 
500 United Bldg. 


Collectors for Manufacturers 
and National Distributors 
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‘WAREHOUSES LOCATED IN THE 
RAILROAD CENTERS OF OHIO 


hh “7 Gc eh, 
. SS 
aT 


ih | 


vil 


ITs\§ Si {1PPED! 
5) 8 SATISFACTION 


i il il 


When your — are in a Cotter Warehouse . 
and you get an order for delivery in the Central | 
States, you can truthfully acknowledge that order 
and say “it’s shipped” because the “first lap” 
from factory to our central locations is already 
covered and a wire or letter from you to us 
will place the goods in the dealer’s hands in 
the shortest possible time. 
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Many distant manufacturers are cashing in on 
their nationally advertised products in the Cen- 
tral States by giving their jobbers and dealers 
the same delivery service through Cotter Ware- 
houses that they would get direct from local 
manufacturers. 


The biggest proportion of “Customer Satisfac- 
tion” comes through prompt delivery of the 
goods. You can give that satisfaction to cus- 
tomers in the Central States through Cotter 
Warehouse and Distribution Service because our 
warehouses are located in the railroad centers 
of Ohio and our daily motor freight service 
alone covers a radius of seventy-five miles from 
each warehouse. 
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DheillLe R WAREHOUSE Company 
‘established in 1882 
Akron, Columbus, Mansfield and Toledo 


Executive Offices at Mansfield,Ohio 
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bill of lading to stop off at West Pawlet, for the reason that 
the stop-off privilege applied only to carload shipments. 

In the face of our mistake we contend that the carrier 
should not have executed the bill of lading, since its repre- 
sentative at origin point was aware of the fact that seven 
squares of slate roofing was an L. C. L. shipment weighing 
less than 8,000 pounds. We further contend that we are en- 
titled to refund down to the basis of the actual weight at the 
L. C. L. rate of 50 cents, which is applicable from Granville to 
Greens Farms. 

Answer: Under the opinions of the Commission which re- 
late to this question, we do not believe that the fact that only 
7,100 pounds of freight were loaded into the car at point of 
origin is sufficient to charge the carrier with notice that a less- 
than-carload shipment was intended, particularly when taking 
into account the notation respecting the stop in transit for 
further loading. This, in view of the circumstances under which 
the shipment moved. 

See, however, in connection with this subject, our answers 
to “Georgia” and “Delaware” on page 1298 of the May 17, 1924, 
Traffic World. 

Combination Rates 


Ohio.—Question: A shipment of rubber belting in burlapped 
rolls, less-carload, is made from Akron, O., to Tampa, Fla., and 
is routed via the Seaboard Air Line Railway beyond Jackson- 
ville, Fla. In checking rates to apply it is found that a com- 
bination of three class rate factors results in a lower basis 
of rates than a combination of one commodity rate factor and 
one class rate factor. 


No. 1. Class Rate Factors— 
Akron to Cincinnati, Jones’ I. C. C. 940.......-..eeseeseeeeeee- .66 
ee to Jacksonville, Fla., proportional rate Speiden’s I. 
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No. 2. Commodity and Class Rate Factors— 

Akron to Jacksonville, Fla., commodity rate Jones’ Tariff 128J, 
. ar: 1381, Supplement 11, Item 6529A (non-alternative 
tari 


POOR e ee HEHEHE HEHE HEHEHE HEE EHH EEE HHH EEE HERE EE EES 


$2.1014 
Tae tain imac eheahberamnet dwar adent dite Padicesale ae 

$2.711%4 

Recognizing the fact that commodity rate supersedes a 

class rate, must commodity rate to Jacksonville be used in 

making through rate or can combination of class rates be used 

as shown in No. 1 above, bearing in mind that the class rate 

_from Cincinnati to Jacksonville is a proportional rate applicable 
on shipments destined to points beyond? 

Answer: In accordance with rule 5-C of Tariff Circular 


18-A, in the’absence of a specific through rate from point of 
origin to point of destinatio pplicable via the route over 


t which the shipment moves, the lowest combination of the sep- 


arately established rates is the lawful rate. 

A two-point combination, or, in other words, one composed 
of three factors, may be used if a lower through rate will result 
than by the use of but two factors. 

See, in this connection, the Commission’s report in Stearns 
& Culver Lumber Co. vs. C. M. & St. P., 39 I. C. C. 470, relating 


,to shipments forwarded from points north of the Ohio River 
to Milton, Fia. 


In this case the Commission, on page 471, said: 


All of these shipments moved from Louisville, Ky., and Pensa- 
cola, Fla. No joint through rates were in effect, and charges ap- 
arently were collected on the basis of the rates applicable to and 

m the Ohio River. When the first seven shipments moved, lower- 
combination rates were in effect over the same routs, based on Pen- 
sacola, and as there was no tariff authority for the application of 
the Ohio River combinations in preference to the combinations on 
Pensacola, the lower combinations based on Pensacola were legally 


applicable. Three of the shipments described included castings. No 
pu iene interstate rate was applicable on castings from Pensacola 
o on. 


The legal rates were applied to the two shipments last 
named, but the rate applied to the third from last shipment was 
not legally applicable. 


Damage—Limitation of Liability—Released or Declared 


Valuation 
New York.—Question: We filed claim against the express 
company for the loss of merchandise valued at $71. They set- 
tled this claim for their common law liability, namely, $50. 

The express receipt was indorsed to the effect that the mer- 
chandise was released for the value of $15. An affidavit was 
furnished by the consignee to the effect that he had no knowl- 
edge whatsoever of any released value being placed on this 
particular shipment. 

Is there not a recent court decision cn a case similar to 
this, the courts holding that the express company could not 
limit their Hability to $50 unless an agreement was entered 
into between the consignee and the carrier. If so, we would 
appreciate your quoting the authority. 

Answer: In American Railway Express Co. vs. A. J. Lin- 
denberg, 260 U. S. 584, and American Express Co. vs. United 
States Horse Shoe Co., 244 U. S. 990, it was held that, under 
the terms of the express receipt and the express classification. 
the mere acceptance of the express receipt by the shipper binds 
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him to the terms thereof respecting the released value of the 
shipment. See also El Paso & 8S. W. R. R. Co. vs. Keeble, 259 
S. W. 859, in which it was held that the acceptance anq sign. 
ing by the shipper of a bill of lading prepared by the Carrier’s 
agent, containing a released or declared valuation, inserteg by 
the carrier’s agent without the shipper’s attention being spe. 
cially directed thereto, constitutes an assent thereto on the par 
of the shipper, and thereby limits his recovery in case of |ogs 
or damage, to an amount corresponding to the value stateg in 
the bill of lading. 

See, however, in this connection, American Railway Express 
Co. vs. Bailey, 113 S. E. 551. 


Fourth Section Violations 


Minnesota.—Question: Will rates shown in tariff apply at 
intermediate points of destination when the tariff carrying car. 
load commodity rates on traffic from a point in Canada to a 
point in the United States carries no intermediate rule, makes 
no reference to rule 77 on title page and contains no fourth 
section relief authority? 

Also advise on similar situation between two points in the 
United States on interstate traffic. We believe such rate to be 
the legal rate. 

Answer: Where rates are not specifically published to 
points intermediate to a certain destination, and the tariff 
publishing the rates to the more distant point does not contain 
an intermediate clause or reference to rule 77 in connection 
with the rates to the more distant point, the rates applicable 
to that point will not apply at intermediate points. 

So far as fourth section relief authority is concerned, it js 
not necessary that a tariff contain such where the violations 
are those covered by applications filed in 1910, at which time 
all violations then existing were covered by applications filed 
with the Commission, the Commission granting permission to 
continue the violations until such time as they could be given 
consideration upon formal hearing. 


Limitations—Action for Undercharges—Statute Provides De. 
fense Only When Pleaded and May Not Be Used as Basis 
for Recovery of Undercharge Voluntarily Paid to Carrier 
After Statutory Period Has Run 


Rhode Island.—Question: On March 25, 1920, there was a 
carload shipment made from Long Island to a station in Con- 
necticut on the C. V. Railroad. Under date of March 3, 1924, or 
four years later, the carriers presented undercharge bill of over 
$100 to cover this shipment. Without investigating at the 
time the shipment was made this undercharge bill was paid 
and further investigation developed the fact that the under- 
charge was outlawed on account of being presented three years 
after the shipment was delivered or tendered for delivery. The 
matter was taken up with the carrier and, while they do not 
contend that they were justified in collecting the charge, they 
refuse to refund same, although illegally collected. 

Will you please advise if, in your opinion, there is any way 
in which such an illegal collection can be re-collected from the 
carrier? 

Answer: A limitation statute, limiting the time within 
which an action must be brought is, as a general rule, a de 
fense which must be pleaded in an action against a party in 
order to be available to that party. 

The statutory provision in question, namely, that portion 
of paragraph 3 of section 16 of the act which states that actions 
by carriers for the recovery of their charges or any part or 
parts thereof is, in our opinion, such and, therefore, by paying 
the undercharge after the three-year period had elapsed you 
have waived the defense which the statute afforded you and 
cannot set it up as a basis for an action for the recovery from 
the carrier of the amount of the undercharge. 

The carrier has not made an illegal collection of its charges, 
having collected only the amount of the lawfully published 
tariff rate, but has collected charges which, had you not paid 
the undercharge due bill, it could not have collected through 
suit, in the event you pleaded the limitation period of the stat 
ute as a defense to the carrier’s action. 

Routing and Misrouting—-Shipper Entitled to Reasonable Rate 
via Rout of Movement Where Shipment Misrouted by Him 

Ilinois.—Question: In the event there is a routing restric 
tion in a tariff between two points, and a shipment is routed 
specifically via a junction contrary to the routing restriction 
in the tariff, what recourse has a shipper for the recovery of 
excess charges by reason of the misrouting? If you know of 
any cases wherein the Commission awarded reparation on 
grounds of the unreasonableness of the charges assessed, kindly 
give us specific reference thereto. 

Answer: If the shipment was delivered to the carrier uD- 
routed, recovery may be had of the difference between the 
rate via the route over which the shipment moved and the 
rate via the route over which the lower rate applied. 

If, however, the shipment was specifically routed by the 
shipper, charges must be assessed upon the basis of the rate 
applicable via that route. 

The Commission has held in numerous cases that the mere 
fact that the rate between two points was higher over on¢ 
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is as nearly complete as it is possible to make it. 
Every day it comes to you, by first class mail 
with 


Lists of abstracts of tariffs filed with the 
Interstate Commerce Commission. 


Complete lists of embargoes as issued 
by the American Railway Association 
at Chicago and Washington. 


Dockets of proposals for rate changes 
to be considered by the various car- 
riers’ rate committees. 


Abstracts of fourth and sixth section 
applications and orders. 


Suspension orders, released rate orders, 
steamship sailings, and 


THE MOST COMPLETE, PROMPT AND AC- 
CURATE NEWS ACCOUNTS AVAILABLE 
OF DEVELOPMENTS IN TRAFFIC AND 
TRANSPORTATION MATTERS. 


Subscribers for THE DAILY TRAFFIC 
WORLD AND TRAFFIC BULLETIN also re- 
ceive, without extra charge, copies of the 
weekly Traffic World and the weekly Traffic 
Bulletin. Thus, nothing is left undone that 
will make for completeness of information and 
convenience for the subscriber. 


Then, there is the personal service from Washington 
recently augmented, performed without charge for 
Daily subscribers. That ought to interest you espe- 
cially, 


A series of sample copies and full 
details will be sent without obligation 
on your part. 


THE TRAFFIC SERVICE CORPORATION 


418 S. Market St. Chicago, Il. 
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FISK 


TRUCK CORD 
TIRES 





A Big Discount to You 
In Extra Mileage 


The first cost of a Fisk Truck Cord is no greater than 
other tires of the same size and quality. But when 
you consider the extra thousands of miles it gives, 
you find the Fisk mile is the cheapest tire mile you 
can buy. This extra service equals a big discount 
because it reduces your tire costs. 


The big tough buttons of the unique Fisk tread have an 
unequaled resistance to wear. And when a wet pave- 
ment, steep incline or any hard going is encountered 
these buttons furnish the grip that keeps the truck 
moving. 

It only takes one Fisk Cord to prove the truth 7 


of these statemrents. Start cutting costs to- 
day. See the Fisk Dealer near you. 


The Fisk Tire Company, Inc. 
Chicopee Falls, Mass. 


Fisk also makes Solid Tires designed for every type of heavy work 
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route than over another did not prove the higher rate was un- 
reasonable. Herman Gross vs. Director-General, 53 I. C. C. 409. 

However, the Commission has also held that a shipper is 
not to be denied a reasonable rate over a through route merely 
because a lower rate could have been secured by the use of 
another route. See Gosline & Co. vs. Director-General, 55 
I. Cc. C, 220. 

Therefore, in the event the shipment was routed by the 
shipper, reparation may be had if it is proved that the rate 
applicable via the route of movement was unreasonable. 

Demurrage Charges—Liability of Consignee for 

West Virginia.—Question: In case car service accrues on 
car prior to the forwarding of shipment, and at request of 
consignor such charges are not forwarded with car, and prior 
to collection of these charges consignor becomes insolvent. 
Please advise if correction can be issued and charges lawfully 
collected from consignee. 

Answer: As we see it, there is a distinction between the 
liability of a consignee for demurrage charges, as compared 
with the liability of a consignee for an unpaid balance of freight 
charges, for the reason that knowledge on the part of the con- 
signee of the legal rate is presumed in law, but this cannot be 
said as to demurrage charges which have accrued at point of 
origin, in the absence of notice from the carrier; nor can it 
be said of unpaid freight charges which, according to the bill 
of lading, have been prepaid. However, under the reasoning 
in Great Northern vs. Hyder, 279 Fed. 783, and Western Atlantic 
R. R. vs. Underwood, 281 Fed. 891, it is our opinion that a 
consignee would be held liable for unpaid demurrage charges 
which accrued at point of origin. This for the reason that if, 
as the court stated on page 786 of the Hyder case, 279 Fed. 
783, there is no real distinction between a mistake as to the 
applicable legal rate and a mistake as to whether the full 
amount of the freight charges have been paid, both being mis- 
takes of fact, or, as in the Underwood case, 281 Fed. 891, as 
to whether, under a prepaid bill of lading any part of the 
freight charge had been paid, a consignee likewise would have 
no defense, as we see it, to an action by a carrier for the re- 
covery of unpaid demurrage charges, even though such charges 
were not billed as advances. 

However, with respect to this question, see our answers 
to “Ohio,” on page 1038 of the April 19, 1924, Traffic World, and 
“Massachusetts,” on page 1366 of the May 24, 1924, Traffic 
World, under the caption “Freight Charges—Liability of Con- 
signee for Freight Charges Supposed to Have Been Prepaid,” 
in which reference is made to the Akron Feed & Milling Com- 
pany case; under the principle of which case, the carrier may 
not hold the consignee liable for demurrage charge accruing 
at point of origin of which the consignee has no knowledge at 
the time of the delivery to him of the shipment. 


Classification—Construing the Ratings Specified in the Classifi- 
cation in Such Manner as to Give Effect Thereto, Rather 
than as Having No Effect at all, Where a Reasonable Ap- 
plication of the Language Used Will Support Such Con- 
struction 
New York.—Question: I have read with interest the ques- 

tion and answer to “Kentucky” under the above caption, on 

page 794 of the October 11, 1924, Traffic World, regarding the 
proper charges to be assessed on a shipment of skeins. 

As I understand the question, 32 loose skeins were shipped, 
and the average weight of each skein was 10% pounds. The 
rating for skeins weighing less than 15 pounds each, when 
shipped loose, is first class, and the rating for skeins weighing 
over 15 pounds, shipped loose, is fourth class. The question 
is whether or not freight charges should be assessed on basis 
of the first class rate at the aggregate weight of 336 pounds, or 
whether it is proper to observe as maximum the freight charges 
on the same number of skeins weighing 15 pounds each at the 
fourth class rate. This is specifically answered by section 6 
of rule 12 of the classification, which reads as follows: 


When an article is differently rated in less than carloads accord- 
ing to different weights of shipping packages or loose pieces thereof 
(See Note), the total charge for a number of packages or pieces of 
a lesser weight shall be no greater than the charge for a like num- 
ber of similar packages or pieces each of greater weight. 

Note: This refers to the shipping package or loose piece of 


freight and not to an inner container or article enclosed in an outer 
container. 


To illustrate: Assume the rates to be $1 on first class and 
50 cents on fourth class. On the shipment mentioned the first 
class rate at actual weight would make the amounts of freight 
charges $3.36. Under the classification rule just quoted, how- 
ever, the freight charges on the same number of skeins weigh- 
ing 15 pounds each would be observed as maximum; hence the 
correct amount of charges on the shipment would be based on 
480 pounds at fourth class rate of 50 cents, making the amount 
$2.40 instead of $3.36. Four hundred and eighty pounds is 
what 32 skeins weighing 15 pounds each would weigh. 

Answer: In arriving at the charges on a shipment of the 
nature of that covered by the answer to which you refer, the 
provisions of section 6 of rule 12 of the classification should 
be applied in the manner set forth by you above. 
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We covered, in our answer, in the classification rating 
feature, but did not apply thereto the provisions of rule 12, 
which is necessary in order to make a complete statement P 
the matter. 

Freight Charges as Element of Damages on Goods Returneg to 

Shipper 

Ohio.—Question: The question that has been brought tg 
the attention of the writer several times is whether, when 
making an express shipment or a freight shipment the materia, 
reach destination and the consignee refuses same because of 
materials being damaged, in filing claim after the materials have 
been returned to us, we could not only file claim in the amount 
of damage done to material, that is, to put it in salable eop. 
dition, but add the charges both ways in the claim. One cag 
in particular which I now have where a sale is lost due to a 
condition of this kind. 

It would seem to the writer that inasmuch as the trans. 
portation company would be at fault in not delivering materials 
to consignee in first-class manner that they certainly ought to 
be held liable for the charges inasmuch as the sale wag lost 

Answer: As a general rule it is the duty of the consignes 
to receive goods consigned to him. This rule is subject to the 
qualification that where the character of the property is, by 
the negligence of the carrier, so changed that it cannot be 
applied to the ordinary use of such goods, the consignee is 
within his rights in refusing to accept. Practically all of the 
decisions of the courts which state the rule that the consignee 
must accept a shipment even though damaged in transit 
through the carrier’s negligence, deal with a situation which 
results from the refusal of the entire shipment by the consignee 
even though only a portion thereof is damaged, the courts 
invariably holding that under such circumstances it is the duty 
of the consignee to accept the entire shipment and hold the 
carrier responsible for the injury, and that he cannot recover 
the value of the entire shipment from the carrier. 

In Brand vs. Weir N. Y. S. 731, the court said: 


In the event of a partial damage, the better rule seems to be 
that, where the goods were injured through a cause for which the 
carrier is responsible, the consignee is not justified in refusing to 
receive them, but should accept them, and hold the carrier respon- 
sible for the injury, it being the policy of the law to impose on the 
consignee the obligation to mitigate, as far as possible, the loss for 
woe the carrier must respond. Hutchinson on Carriers, Section 


No duty, however, rests upon the consignee to repair goods 
and place with them with their regular stock, the carrier being 
liable where goods are damaged, for the difference between the 
value of the goods in their damaged condition and their value 
in good condition, at the time of arrival. 

Whether or not a consignee, under a contract of sale has the 
right to refuse goods, because of damage in transit, depends 
upon the terms of the sales contract. If, under the terms of 
the contract of sale, the consignee may refuse the goods, the 
shipper and owner thereof, should arrange with the carrier for 
their disposal and if, under such arrangements, they are returned 
to point of origin, the amount of the freight charges may be 
considered in arriving at the measure of damages. 

See, in this connection, Larkin Co. vs. E. & W. Transporta 
tion Co., 34 I. C. C. 106, and I. & S. Docket 914, Lost and Dam- 
aged Freight Replacement, 43 I. C. C. 257. 


REVENUE FREIGHT LOADING 


The railroads established another record in revente freight 
loading thus far this year the week ended October 11 when the 
total loading amounted to 1,088,462 cars as compared with 
1,077,006 cars the preceding week and 1,087,447 cars the week 
ended September 27, according to the car service division of 
the American Railway Association. The loading was Siil 
below the peak loading of 1,097,493 cars of the week ended 
September 27 of 1923. 

A new record for weekly loading of merchandise, L. C. L. 
was established, the total having been 259,617 cars. 
loading—198,154 cars—was the highest since the week ended 
February 9 of this year. Live stock loading—41,632 cars—was 
the highest since the week ended December 6, 1923. 

The loading of 1,088,462 cars the week ended October Il 
probably will represent the peak loading for the year as 4 
seasonal decline in loading is anticipated. 


Loading by districts the week ended October 11 and fom 


the corresponding period of 1923 follows: 

Eastern district: Grain and grain products, 10,170 and 9,637; live 
stock, 3,282 and 3,842; coal, 47.535 and 52,909; coke, 2,497 and 2,966; 
forest products, 5,689 and 5,696; ore, 4,090 and 5,602; merchandise, 
L. C. L., 71,778 and 66921; Misce'laneous, 101,122 and 103,868; totd 
1924, 246,163; 1923, 251,441: 1922, 235,368. 4: 

Allegheny district: Grain and grain products, 3,961 and_ 2,9 i 
live stock, 3,125 and 8,333; coal, 47,823 and 55326; coke. 4,407 ant 
5.621; forest products, 3,525 and 3,942; ore, 8,229 and 10,591; i 
chandise, L. C. L., 55.280 and 52,616: miscellaneous, 84,409 and 85,326; 
total. 1924, 210,759: 1923, 219.658; 1922, 201,731. 

Pocahontas district: Grain and grain products, 215 and 239; liv 
stock, 385 and 484: coal. 38,033 and 29,429; coke, 302 and 577; sore 
products, 1,742 and 1,977; ore, 92 and 151; merchandise, L. C 
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7,246 and 6,816; miscellaneous, 5,704 and 5,383; total, 1924, 53,719; 
1923, 45,056; 1922, 29,502. 

Southern district: Grain and grain products, 3,984 and 3,450; 
live stock, 2,460 and 3,149; coal, 26,515 and 24,205; coke, 840 and 967; 
forest preter, 22,157 and 24,166; ore, 1,321 and 1,867; merchandise, 
i. C. , 41,937 and 41,924; miscellaneous, 53,140 and 48,845; total, 
1924, 152,354; 1923, 148,573; 1922, 132,824. 

Northwestern’ district: Grain and grain products, 21,111 and 
16,549; live stock, 10,393 and 11,565; coal, 9,775 and 8,935; coke, 1,035 
and 1,299; forest products, 17,597 and 18,533; ore, 29,193 and 38,978; 
merchandise, L. C. L., 30,805 and 32,196; miscella d 


neous, 44,352 an 
49,375; total, 1924, 164,261; 1923, 177,430; 1922, 149,503. 


Central Western district: Grain and grain products, 17,505 and 
12,831; live stock, 18,206 and 16,766; coal, 21,461 and 18,995; coke, 350 
and 397; forest products, 11,178 and 12,249; ore, 3,217 and 2,868; 
merchandise, L. C. L., 37,496 and 35,600; miscellaneous, 71,867 and 
71,333; total, 1924, 181,280; 1923, 170,939; 1922, 158,488. 

Southwestern district: Grain and grain products, 5,636 and 
4,681; live stock, 3,781 and 4,107; coal, 7,012 and 5,267; coke, 232 and 
201; forest products, 8,200 and 8,647; ore, 367 and 522; merchandise, 
L. © L., 15,075 and 15,573; miscellaneous, 39,623 and 33,843; total, 
1924, 79,926; 1923, 72,841; 1922, 62,071. 

Total, all roads: Grain and grain products, 62,582 and 50,290; 
live stocw, 41,632 and 43,246; coal, 198,154 and 195,066; coke, 9,663 
and 11,928; forest products, 70,088 and 75,210; ore, 46,509 and 60,579; 
merchandise Cc. L., 259,617 and 251,646; miscellaneous, 400,217 


,p oo C. ie, 
and 397,973; total, 1924, 1,088,462; 1923, 1,085,938; 1922, 969,487. 


The railroads on October 8 handled more freight cars than 
on any single day this year, the total movement, including both 
loaded and empty cars, having been 1,018,852. This exceeded 
by 5,668 cars the best previous record established on September 
24 this year, according to the American Railway Association. 


Loading of revenue freight this year compared with the 
two previous years follows: 


4 Weeks of January 

4 Weeks of February 
5 Weeks of March 

4 Weeks i 

5 Weeks 

4 Weeks 

4 Weeks 

5 Weeks of August 

4 Weeks of September 
Week ended October 4 


1924 1923 

3,373,965 
3,361,599 
4,581,176 
3,764,266 
4,876,893 
4,047,603 
3,940,735 
5,209,219 
4,147,783 
1,079,776 
1,085,938 


39,468,953 


1922 
2,785,119 
3,027,886 
4,088,132 
2,863,416 
3,841,683 
3,414,031 
3,252,107 
4,335,327 
3,699,397 
953,952 
969,487 


33,230,537 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 

of October 1 was 62.2, according to the semi-monthly bulletin 
of the car service division of the American Railway Associa- 
tion. By classes of equipment the percentages were as follows: 
Box, 49.1, refrigerator, 66; coal and coke, 71.3; stock, 80.2; flat, 
77.7; others, 91.7. By districts the percentages for all classes 
of equipment were as follows: Eastern, 49.2; Allegheny, 71.9; 
Pocahontas, 58.9; Southern, 59; Western, 67.6. 
. The semi-monthly bulletin of percentages of freight cars 
on line to ownership Class I roads, as of October 1, showed 
the following: Eastern district, 91.1, as against 96.1 a year 
ago; Pocahontas district, 81.4, as against 81.6 a year ago; 
Southern district, 93.8, as against 93 a year ago; Western dis- 
trict, 104 as against 103.7; all districts 98.6 as against 98.7 a 
year ago; Canadian roads 92.5, as against 96 a year ago. 


CONDITION OF CARS 

A decrease of 6,368 in the number of freight cars in need 
of repair on October 1 compared with September 15 was re- 
ported by the carriers to the car service division of the Amer- 
ican Railway Association. The total number in need of repair 
on October 1 was 206,044 or 8.9 per cent of the number on 
line. 

Freight cars in need of heavy repair on October 1 totaled 
157,455 or 6.8 per cent. This was a decrease Of 3,037 com- 
pared with September 15. Freight cars in need of light repair 


totaled 48,589 or 2.1 per cent, a decrease of 3,331 compared with 
September 15. 


BOARD APPROVES TRADE NAMES 
The Shipping Board has approved the following trade names 
for services operating government vessels: 
“American Far East Line,” operated by Struthers and Barry, 
San Francisco, from Pacific coast ports to the Far East. 
“Pacific Australia Line,” operated by Swayne and Hoyt, 
San Francisco, from Pacific coast ports to Australian ports. 


UNCONTESTED FINANCE CASES 


The Baltimore & Ohio National Railway Service Corporation 
has been authorized to issue and sell $9,504,000 of equipment 
trust certificates at not less than 96% of par and accrued 
dividends. 

The Chicago, Rock Island & Pacific has been authorized 
to assume obligation and liability in respect of $3,750,000 of 
equipment trust certificates to be sold at not less than 98 per 
cent of par and accrued dividends. 

The Illinois Central has been authorized to issue $14,256,000 
of common capital stock of the par value of $100 a share, and 
to sell at not less than par so much of the stock as shall equal 
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10 per cent of the company’s outstanding common capita] Stock 
on October 22, 1924. 

The Pennsylvania has been authorized to issue aq 
$50,000,000 of 40-year 5 per cent secured gold bonds at not legs 
than 95% per cent of par and accrued interest. Capita) stock 
held by the carrier will be pledged as collateral. The proceeds 
will be used to reduce indebtedness to the Director-Genera) of 
Railroads. 

The Galveston, Harrisburg & San Antonio has been author. 
ized to issue $978,000 of Galveston-Victoria diivsion first mort- 
gage 6 per cent bonds, to be delivered to the Southern Pacific 
Company at par, in partial settlement of advances made for 
additions and betterments to the Galveston’s property. 


nd sel] 


Digest of New Complaints 


No. 16181. Sub. No. 1. The Bailey Co., Cleveland, O., vs, Chicago 
Great Western et al. 


Unreasonable charges in violation of section 6 on rattan fyr. 
niture from Seattle, Wash., to Cleveland, O. Asks cease and de- 
sist order and reparation. 

No. 16216. Sub. No. 1. Clements Paper Co. et al., Nashville, Tenn 
vs. Nashville, Chattanooga & St. Louis et al. 7 

Rates and charges in violation of sections 1, 3, 4 and 6 of the 
act on wood fibre from Spring Grove, Pa., to Nashville, Tenp 
Asks reasonable rates and reparation. : 

No. 16300, Sub. No. 1. Armstrong Packing Co. et al., Dallas, Tex, 
vs. Abilene & Southern et al. : 

Unlawful and unreasonable rates on cotton seed oil from Texas 
Points at present time taking groups F and H rates as provided 
for in Agent Countiss’ I. C. C. 1129, to points in Arizona, Coli- 
fornia, Nevada, Oregon, Washington and Utah. Asks cease and 
desist order, just and reasonable rates and reparation. 

No, 16309. South Dakota Independent Oil Jobbers Association, Water- 
town, S. D., vs. Santa Fe et al. 

Unreasonable charges on petroleum and its products from points 
in Indiana, Illinois, Missouri, Wisconsin, Kansas, Oklahoma, Ark- 
ansas, Wyoming and Montana, to all points in South Dakota and 
preferential of dealers and consumers in Minnesota, Iowa and 
Nebraska and at stations in South Dakota on the C. M. & St. 
P., from Sioux City, Ia., to, and including Sioux Falls, S. D., and 
prejudicial to dealers and consumers at all other points in South 
Dakota. Asks reasonable and nonprejudicial rates, 

No. 16310. Wimberley Grocer Co., Jonesboro, Ark., vs. Pennsyl- 
vania et al. 

Unjust and unreasonable rates in violation of the long-and- 
short-haul clause of section 4 on green or fresh apples, packed in 
barrels, from Clearbrook, Va., to Jonesboro, Ark. Ask reparation. 

No. 16311. Chas. W. Fish Lbr. Co., Elcho, Wis., vs. Chicago & North 
Western et al. 

Unreasonable and discriminatory rates and charges on lumber 
from Elcho, Wis., to Morton Grove, Ill. Asks cease and desist 
order and reparation. 


No. 16312. Stevens & Thompson Paper Co., North Hoosick, N. Y., vs. 
Boston & Maine et al. 

Unreasonable, prejudicial and preferential rates on import wood- 
Pulp from Boston, Mass., to Ondawa, N. . Asks cease and 
desist order, just and reasonable rates, and reparation. 

No. P tn Mees City Structural Steel Co., Kansas City, Kans., vs. 
anta Fe. 

Unjust and unreasonable charges for movement of tank cars 
from Kansas City, Kans., to Fort Worth, Tex., being claimed by 
defendant. Asks adjustment by offset of excess empty miles. 

No. a. ee ast Potato Traffic Assoc., Minneapolis, Minn., Vs. 
3 . et al. 

Unreasonable rules and charges on potatoes and vegetables from 
Minnesota, North Dakota and Wisconsin, to various interstate 
destinations. Asks cease and desist order, just and reasonable 
rules and charges. 

No. 16315. The Tisdale Farmers’ Union Co-Operative Assoc., Winfield, 
Kans., vs. Missouri Pacific. 

Prejudicial and preferential practices of defendant, because it 
failed to furnish complainant with cars for shipment of grail 
while furnishing cars to other shippers. Asks reparation. 

No. 16316. Western Newspaper Union, Omaha, Nebr., vs. Director- 
General as agent, Canadian Pacific. 7 . 

Unreasonable rates, in violation of the aggregate-of-intermedi- 
ate-rates clause of section 4, and of section 6, on newsprint paper 
from Sault Ste. Marie, Ontario, to Dallas, Texas. Asks reparation. 

No. 16317. Watters-Tonge Lumber Co., Birmingham, Ala., vs. Atlanta 
& Saint Andrews Bay et al. 3 

Unreasonable rates and reconsignment charges on yellow pine 
lumber from Millville Junction, a., consigned to Decatur, Ga. 
and reconsigned to Scottdale, Ga. Asks cease and desist order, 
just and reasonable rates and charges, and reparation. ; 

No. 16318. The Palmer Lime & Cement Co., New York City, Vs 
Atlantic City R. R. Co., et al. : 

Unreasonable, prejudicial and preferential rates on lime from 
York, Pa., to stations on the Atlantic City, the Gettysburg & 
Harrisburg, the Philadelphia & Reading and the Reading. Asks 
cease and desist order, just and reasonable rates, and charéés, 
and reparation. 

No. 16319. Armour & Co., Chicago, Ill., vs. Director-General as agent, 

Rates in violation of section 6 on numerous less than carloas 
shipments from South Omaha, Nebr., to > on the Chicago 
North Western and the Chicago, St. Paul, Minneapolis & Omaha 
in Nebraska, Iowa, South Dakota, Minnesota and Wisconsin 
Asks reparation. 

No. 16320. Congoleum Co., 
North Western et al. ‘ 

Unreasonable, discriminatory, preferential and prejudicial rates 
on linoleum, cork carpet and congoleum from Salem and Camdet, 
N. J.,, and Marcus Hook, Pa., to points in Western Classification 
territory, because of different classifications and ratings on carlo 
shipments of the several varieties of floor coverings mentioned 
that are provided by official and southern classifications. Asks 
cease and desist order, fourth class rates, minimum 30,000 pounds, 
or such other classifications and ratings as the Commission may 
deem reasonable and just. aa 

No. 16321. State Corporation Commission of the state of West Vil 
ginia, Richmond, Va., vs. Aberdeen & Rockfish et al. 


Inc., Philadelphia, Pa., vs. Chicago & 
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Unreasonable, discriminatory and prejudicial rates and ratings 
on interstate traffic moving between points in the state of Vir- 
ginia and points in the state of North Carolina. Asks cease and 
desist order, just, reasonable, non-discriminatory and non-pre- 
judicial interstate rates, and that defendants be ordered to cease 
and desist from applying lower interstate class rates and ratings 
on traffic moving between points in North Carolina and con- 
temporaneously apply interstate on similar traffic moving between 
points on defendants’ lines in Virginia, on the one hand, and 
North Carolina on the other hand. 

No. 16322. Nebraska State Railway Commission, Lincoln, Nebr., vs. 
Santa Fe et al. 

Unreasonable rates on corn from Nebraska stations to points 
on the Santa Fe and Missouri Pacific in Kansas and Oklahoma. 
Asks cease and desist order, and just and reasonable joint through 
rates from Nebraska stations via Superior, Nebr., to stations on 
defendants’ lines in Kansas and Oklahoma. 

No. 16323. The Scott County Milling Co. et al., Sikeston, Mo., vs. 
Butler County Railroad et al. ; 

Unreasonable rates on bituminous coal from mines in Illinois 
and western Kentucky to destinations in southeast Missouri and 
northeast Arkansas. Asks just and reasonable rates, and repara- 


on. 
No. 16324. Thompson, Weinman & Co., Inc., Cartersville, Ga., vs. 
Southern et al. 

Unreasonable charges on crude bulk clay from Langley, S. C., 

to Cartersville, Ga. Asks cease and desist order and reparation. 
No. ey a Sugar Co., Salt Lake City, Utah, vs. C. B. & 

. et al. 

Unreasonable rate on petroleum coke from Greybull, Wyo., to 
Brigham City, Utah. Asks reparation. 

No. es Swift & Co. et al., Chicago, vs. Aberdeen & Rockfish 

t al. 

Unlawful rates in violation of Section 6 on carload shipments 
of fresh meats, packing house products or produce, in straight 
or mixed carloads, from complainants’ packing houses to points 
in Virginia, District of Columbia, West Virginia, Kentucky, Ten- 
nessee, North Carolina, South Carolina and other southern states, 
because of icing charges. Asks reparation. 

No. 16327. Texas Portland Cement Co., Dallas, Tex., vs. Arkansas 
Western et al. 

Unreasonable, discriminatory, prejudicial and preferential rates, 
in violation of section 4, on cement from Harrys, Texas, to sta- 
tions in Oklahoma and in Texas on the Wellington branch of the 
M.-K.-T. of Texas and Spearman branch of the Panhandle and 





Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 27—Philadelphia, Pa.—Examiner Knowlton: 

1. and S. No. 2248—Exceptions to Official Classification rating on 
blasting powder. 

October 27—Washington, D. C.—Examiner Pattison: 

Val. Dkt. No. 159—In re tentative valuation of the property of the 
New York, Philadelphia & Norfolk Ry. 

October 27—Philadelphia, Pa.—Examiner Gerry: 

16193 and Sub. No. 1—E. I. du Pont de Nemours & Company vs. 
W. J. & S. R. R. et al. 

October 27—Washington, D. C.—Examiner Wagner: 

16212—A. L. Lambertson Company, Inc., vs. C. R. R. of N. J. et al. 

October 27—Argument at Washington, D. C.: 
14244—Erie Railroad Company et al. vs. A. & V. Ry. et al. 

_— ne County Coal Merchants Ass’n et al. vs. B. & 

y . R. et al. 

15150 (and Sub. No. 1)—Mississippi Glass Company et al. vs. Di- 
rector General, Alton & Southern R.R. , et al. 

October 28—Kansas City, Mo.—Examiner Fleming: 
12578—Iola Cement Mills Traffic Ass’n. et al vs. Director General, 

Santa Fe et al. 

October 28—Philadelphia, Pa.—Examiner Gerry: 
16136—Becker, Smith & Page, Inc. et al. vs. B. & M. R. R. et al. 

October 28—Memphis, Tenn.—Examiner Cummings: 

Fourth Section APplication Nos. 12603 et al., filed by Agent Leland 
et al., In re classes and commodities between St. Louis, Mo., 
E. St. Louis, Cairo and Thebes, Ill., and points in southeast Mis- 
souri and northeast Arkansas, etc., also numerous applications 
dealing with various commodities from Southwestern and West- 
ern Trunk Line territory, etc. 

October 28—Washington, D. C.—Examiner Wagner: 
16096—Louis Simon vs. Southern Ry. et al. 

October 28—Washington, D. C.—Asst. Director Burnside: 

Finance No. 3392—Application of Section 15a of the Interstate 
Commerce Act to Electric Railways. (In re Lackawanaa & 
Wyoming Valley R. R. Co.) 

October 28—Argument at Washington, D. C.: 
15394—The Best Foods, Inc., vs. C. R. R. of N. J. et al. 
15408—Milne Lumber Company vs. C. C. C. & St. L. Ry. et al. 
15412—Bernard Gallup vs. N. Y. N. H. & H. R. R. 
15580——-General Baking Company vs. P. R. R. et al. 

October 29—Washington, D. C.—Examiner Almond: 
ee No. 606—Guaranty settlement with Mammoth Cave Rail- 

road. 

October 29—Baton Rouge, La.—Examiner Hillyer: 
16180—Baton Rouge Rice Mill, Inc., et al. vs. N. O. T. & M. Ry. et al, 

October 29—Argument at Washington, D. C.: 
14594—-American Linseed Company vs. B. R. & P. Ry. 
14683—Spencer Kellogg & Sons, Inc., vs. B. R. & P. Ry. et al. 
15127 (and Sub. No. 1)—Henry L. Hunter vs. N. Y. N. H. & H. R. 


R. et al. 
15494—-The Viscosa Company vs. P. R. R. et al. 
October 30—Kansas City, Mo.—Examiner Fleming: 
* 15829—Moore-Lawless Grain Company, B. C,. Moore, Receiver, vs. 
Missouri Pacific R. R. 


October 30—Washington, D. 


“= C.—Examiner Oliver: 


and S. No. 1885 and 1938—Brick and clay products from, to and 
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Santa Fe. Asks rates and charges not higher than ¢ 
temporaneously maintained from Ada, Okla., to the same no 
in Texas, or for comparable distances to other Texas pointe a 
reparation. _—_ 


No. 16328. The Liberty Cooperage and Lumber Co., Fort Wayne, } a 
vs. C.L & L. et al. da 
Unreasonable and inapplicable charges on rough lumber ¢ 
Delphi, Ind., to Corry, Pa., and reconsigned at Bay City Mick 
Asks reparation. » Mich 


No. 16329. Stuckey-Odom Lumber Co., Camden, Ala., vs. L. & N et al 
Unreasonable rates and reconsignment charges, in Violation ¢ 
section 6, on yellow pine lumber from Camden, Ala., to Pottsville 
Pa., and ordered diverted to Tamaqua, Pa. Asks reparation, “ 
No. beng Winifrede Coal Co. et al., Cincinnati, O., vs. ¢,¢ 9 
et al. ’ 
Unreasonable and prejudicial rates on bituminous 
complainants’ mine in the Kanawha coal district in 
ginia. to points in Ohio, Kentucky, Indiana, Illinois, Michigan 
and other states. Asks joint through rates on the Kanawha 
district group basis and reparation. 
No. 16331. The Monarch Cement Co., Humboldt, Kans., vs, Chicago, 
St. Paul, Minneapolis & Omaha et al. ’ 
Unreasonable, discriminatory and prejudicial rates, in Violation 
of the long-and-short-haul clause, on cement from Humboldt, 
Kans., to Omaha, Nebr. Asks reparation. 
No. 16332. Wm. C. Meneely Co., Decatur, Ill., vs. Cincinnati, Indjap. 
apolis & Western et al. 
Unreasonable rates and charges on_sand from Montezuma, Ind 
to Illiopolis, Ill., and reconsigned to Buffalo, Ill. Asks reparation, 
No. 16333. Barr & Dougherty, Inc., Elsmere, Del., vs. Georgia Northen 
et al. 

Unreasonable rate on green salted hides from Moultrie, Ga, ty 
Elsmere Junction, Del. Asks reparation. , 
No. 16334. Carolina Portland Cement Co., Charleston, S. C., vs. Sea- 

board Air Line. 

Unreasonable rate on wall plaster from Jacksonville, Fla., to 
Charleston, S. C. Asks reasonable rates and reparation. : 
No. 16337. Empire Refineries, Inc., et al., Tulsa, Okla., vs. Southern 

Pacific et al. J 
Unreasonable, discriminatory and prejudicial charges on move. 
ment of empty tank cars. Asks cease and desist order, reagon- 
able rates, charges and provisions and reparation. 
No. 16337. Sub. No. 1. Same vs. Fort Worth and Denver City et a, 
Same complaint and prayer. 


hose con 








coal from 
West Vir. 





between Southern territory—and Fourth Section Order No, 88% 
issued in connection therewith. (Further hearing). 


October 30—Omaha, Nebr.—Examiner Howell: 

I. and S. No. 2241—Livestock from Southwest to Omaha, Nebr, 

October 30—Argument at Washington, D. C.: 

14950—United Collieries, Inc., et al. vs. Southern Ry. et al. 
15264—United Paperboard Company, Inc., vs. G. & J. Ry. 
15517—Morehead & North Fork R. R. Co. vs. C. & O. Ry. Co. 

October 31—Washington, D. C.—Examiner Boles: 

* Finance No. 4357—In the matter of the application of the Kansas 
City Southern Ry. Co. for authority to acquire control, by pur- 
chase of stock, of the Kansas & Missouri Ry. & Terminal Co. 

October 31—Argument,.at Washington, D. C.: 

bere" nae Light & Power Company et al. vs. Ariz. Eastern R. R. 


et al. 
14709—Ayrshire Coal Company vs. Southern Railway. 
14857—J. Wooley Coal Company et al. vs. Southern Railway. 
November 1—New Orleans, La.—Examiner Hillyer: 
16094 (and Sub. Nos. 1 to 19, inclusive)—Krauss Bros. Lumber C0. 
vs. Director General, G. & S. I. R. R. et al. 
November 3—Grand Island, Nebr.—Examiner Fleming: 
* 16258—The Grand Island Chamber of Commerce, for and in behalf of 
the Donald Company vs. C. B. & Q. R. R. et al. 


November 3—New York, N. Y.—Examiner Gerry: 


13737—Midland Linseed Products Company vs. Director General, 
D. L. & W. R. R. et al. 


16208—Cook & Swan Company, Inc., vs. C. R. R. of N. J. et al. 


November 3—Washington, D. C.—Examiner Sweet: 
Val. Dkt. No. 372—In re tentative valuations of the properties of 
the Richmond, Fredericksburg and Potomac R. R. Co. et al. 


November 3—New Orleans, La.—Examiner Hillver: 


1. and S. No. 2242—Lard substitutes from New Orleans, La., to Hl 
Paso, Texas. 


November 5—Augusta, Maine—Examiner Davis: 
* Finance No. 4092—In the matter of the application of the Quebe 
Extension Railway Co. for a certificate of public convenience and 
necessity authorizing it to construct a line of road. 
November 5—Washington, D. C.—Division 4: 
sag No. 3541—Excess income of Duluth, Missabe & Northem 
y. Co. 
November 5—Kansas City, Mo.—Examiner Cassidy: 
I. and S. No. 2245—Grain from Western Trunk Lines to Colorado. 
‘Kansas, Missouri, Nebraska, Oklahoma and Wyoming. 
November 5—New York, N. Y.—Examiner Gerry: 
16111—Dequesne Reduction Company vs. P. R. R. et al. 
November 5—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 343—In re the tentative valuation of the property 
the Norfolk & Western Ry. Co. 
November 6—Washington, D. C.—Examiner Carter: 
' 43313—-Michigan Traffic League vs. Ann Arbor R., R. et al. 
November 5—Council Bluffs, Ia.—Examiner Fleming: 
16146 (and Sub. No. 1)—Bluff City Lumber & Coal Company et # 
vs. Santa Fe et al. 
November 6—Washington, D. C.—Director Mahaffie: 
Finance No. 3859—Excess income of New York Central Lines. 
November 6—El Paso, Texas—Examiner McChord: 


13754—El Paso Bithulithic Company vs. El Paso & Southwestem 
Ry R.vetoak ' aaa 
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WETZEL DROP FRONT TARIFF FILES 


(PATENTED) 








ee anep 


It Is Impossible To Get 
Something From Nothing 


Neither can 100% efficiency 
be secured in filing and re- 





7 ferring to tariffs without a 
EK Wetzel Tariff File. 
hy Write us for information. 


7 © P. A. Wetzel Company 


4 A Stack of Wetzel Drop Front Tariff File Sections Manufacturers 
(Measuring outside 45 inches wide, 57% inches high and 18 inches deep) SPRINGFIELD, ILLINOIS 
No. 8895 This outfit can be obtained with the same sized drawers throughout 


Start with any number of sections and build up as your requirements grow. 


ee You Don’t Need to Guess at 

41 TODAY’S FREIGHT RATES 
a or next month’s either, for that matter, 

a if guessing is not satisfactory, for the 

+ 3 information now regularly carried in 

-4| THE TRAFFIC BULLETIN. 
Colorads, will enable you to know them 

sperty of Samples and full information free on request 

as THE TRAFFIC SERVICE CORPORATION 


es. 418 South Market Street CHICAGO 











922 


re ign i 4 = ument at Washington, D. C.: 


‘i. aa? 79—Storage in transit on apples and pears at points 
in C. F. x territory. 


‘| , and S. No. 1919—Carload and less-carload commodity rates be- 
tween points in Southern territory. 


November 6—New York, N. Y.—Examiner Gerry: 
15414—Marcellus & Otisco Company, Inc., vs. N. Y. ©. R. R. 


November 6—Minneapolis, Minn.—Examiner Witters: 


1. and S, No. 2224—Transit privileges and intermediate rule on 
lumber. 


November 6—Sioux City, Ia.—Examiner Fieming 
14533—Traffic Bureau of the Sioux City Chamber of Commerce et 


al. vs. B. & O. R. R. et al. (Further hearing on question of 
reparation., 


15506—Kennedy & Parsons Company vs. C. & N. W. Ry. et al. 


November 6—Hattiesburg, Miss.—Examiner Hillyer: 
Lan ~ No. 2106—Lumber from Mississippi Valley points to Sli- 
ell 


November 6—Chicago, Ill.—Examiner McGrath: 
1. and S. No. 2236—Cancellation combination rule on sand and 
gravel. 
November 7—Argument at Washington, D. 
15356— 


Kentwood Ice Manufacturing Man Bettling Works vs. Amer. 
Ry. Express Co. 


1. and S. No. 2180—Hay and straw between Missouri River points 
and Mississippi Valley. 


1. and S. No. 2200—Switching at Kansas City, Mo., and related 
points. 
November 7—Pittsburgh, Pa.—Examiner Kephart: 
16085—Copperweld Steel Company vs. B. & O. R. R. 
16155—National Fire Proofing Company vs. Bellefonte: Sentra nn SR. 
November 7—New York, N. Y.—Examiner Gerry: 
bs he —— Pulp & Paper Company et al. vs. B. & M. 
neh od 7—Topeka, Kansas—Examiner Howell: 
15939—Public Utilities Commission of Kansas vs. Santa Fe et al. 
November 7—Washington, D. C.—Examiner Wagner: 
15886 (and Sub. No. 1)—The Barrett Company vs. Santa Fe Ry. 
et al. 
November 7—Charleston, W. Va.—Examiner Fuller: 
16160—Kanawha Black Band Coal Company et al. vs. Kanawha 
Central Ry. et al. 
November 7—Chicago, Il.—Examiner McGrath: 
15911—Manufacturers’ Association of Chicago < 2 Ill., on be- 
half of Hartwell Brothers vs. B. & O. C. T. R. et al. 
15948—Dolese Brothers Company vs. C. R. I. & 3 Ry. et al, 
November 8—Cedar Falls, Ia.—Examiner Fleming: 
15929—Iowa Gate Company vs. B. & O. R. R. et al. 
November 10—Mason City, Ia.—Examiner Keeler: 
* 12801—Mason City Brick & Tile Company et al. vs. Director General. 
November 10—La Crosse, Kans.—Examiner Howell: 
* 16271—Bushton Mill & Elevator Company vs. Missouri Pacific R. 


R. 
15919—The Farmers Union Co-operative Business Association et al. 
vs. Missouri Pacific R. R. 


November 10—Phoenix, Ariz.—Examiner McChord: 


—— Hay Traffic Association vs. Arizona Eastern R. R. 
e a 


November 10—Orlando, Fla.—Examiner Hillyer: 
l. and S. No. 2244—Citrus fruits between points in Florida. 
asa Commission of Florida vs. Aberdeen & Rockfish 
. R. et al. 
November 10—Jamestown, N. Y.—Examiner sg 
16178—Jamestown Chember of Commerce vs. R. R. et al. 
November 10—Huntington, W. i” stealing Fad 
1 1—The Armstrong Manufacturing Company vs. 
Rockfish R. R. et al. 
November a ee D. C.—Examiner Wagner: 
16170 (and Sub. No. 1)—The Eastern Lime Manufacturers Traffic 
Bureau et al. vs. Akron & Barberton Belt R. R. et al. 
* 16318—Palmer Lime & Cement Company vs. Atlantic City R. R. et al. 
weveraber 10—Des —, Ia.—Examiner Fleming: 


g: 
_— soard of R. R. Commissioners of State of Iowa vs. Ann 
Arbor R. R. et al. 


November 10—Chicago—Examiner McGrath 

16095—Armour & Company et al. vs. C. M. & St. P. Ry. et al. 
November 10—Spokane, Wash.—Examiner Witters: 

15971—Spokane Merchants’ Association vs. Amer. Ry. Express Co. 
November 10—Washington, D. C.—Examiner Kelley: 

Val. Dkt. No. 334—In re tentative valuation of the property of the 

East Tennessee and Western North Carolina Railroad Company. 
ag 10—Washington, D. C.—Examiner Marchand: 

a 


Dkt. No. 101—In re tentative valuation of the property of the 
Portland Terminal Company. 


Val. Dkt. No. 207—In re tentative valuation of the properties of 
Maine Central Railroad Company et 


al. 
Val. Dkt. No. 221—In re tentative valuation of the property of 
Boston & Maine Railroad System 
Val. Dkt. No. 116—In re tentative valuation of the property of the 
Montpelier and Wells River Railroad. 
Val. Dkt. No. 123—In re the tentative valuation of the property of 
the St. Johnsbury and Lake Champlain R. R. Co. 
November 11—Washington, D. C.—Examiner Burnside 
* Finance No. 3652—Excess income of the Cambria & Tntiens Railroad 
Company (adjourned hearing). 
November 10—Washington, D. C., Examiner Disque: 
15234—In the matter of divisions of freight rates in Western and 
Mountain-Pacific territories. (Conference with as to the 
divisions on transcontinental traffic, as referred to in Commis- 
sion’s notice of October 24, “agen 
November 10—New York City, N. 
ee & 


Aberdeen & 


. ¥.—Examiner Gerry: 
et al. vs. Aberdeen & Rockfish 


R. R. e@ 
14188 Evie E Railroad et al. vs. Boston & Maine Rr. R. et al 
November 11—Washington, D. C.—Examiner Young 


* Finance No. 3504—In re securities of Louisiana Sawer & Naviga- 
tion Co. of Texas. 


evgumer 11—Phoenix, Ariz.—Examiner McChord: 


ge ae ates County Farm Bureau et al. ‘vs. “Abilene & Southern 
y. et al, 
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November 11—Chicago, Ill.—Examiner McGrath: 


sects gfanq Sub. No. 1)—A. J. Burkland vs. Missouri Pacific R R 
e ; 


November 11—St. Louis, Mo.—Examiner Cassidy: 


1. and S.. No. 22 mmodity rates in Southwestern territo 


* 1. and S. No. 2240 (first supplemental order)—Commodity or 
Soutaea territory. ° 


* 1. and S. No. 2240 (second supplemental order)—Commodity rates 
in southwestern territory. 

November 12—Boston, Mass.—Public Utilities Dept. of Mass.: 

* Finance No. 4285—In re the application of the Boston & Maine R. R. 
and Nashua & Acton R. R. for permission to abandon the lineg 
of the Nashua & Acton R. R. Co. 

Neves 12—Sioux City, Ia.—Examiner’” Keeler: 

eS City Grain Exchange et al. vs. Ahnapee & Western 
y. et 
weve 12—Erie, Pa.—Examiner Kephart: 
7—Erie Steam Shovel Company vs. B. & O. R. R. et al. 


Novembe b.. Ne, HEEeetantling chetnee ce ponent, fortil 
2 °. rm charges on cement, fertiliz 
at South Atlantic aed Gulf po ers and salt 


8 an 
i. and S. N finition of the. Sou “handling” at Vir 
South Atlantic and Guif ports. winks, 
November 12—Cincinnati, Ohio.—Examiner Fuller: 
16147—The Proctor and Gamble Company vs. Santa Fe Ry. et al, 
oe 12—Chicago, Ill.—Examiner McGrath: 


15973—Armour Fertilizer Works vs. Morgan’s Louisiana 
R. R. & S.S. Co. et al. alla 


November 13—Argument at Washington, D. C.: 
77—The Chicago Live Stock Exchange vs. Santa Fe et al. 


aa Chicago Live Stock Exchange vs. Director General Santa 
e eta 


12420—Carnegie Steel Co. vs. Director om. Pag R. R. et al. 
November 13—Cleveland, Ohio—Examiner Ke 
be ie 3 —— Refining & & Chemical =o vs. C. N. 0. & 


16266. TRS ‘Ohio’ Body & Blower Company vs. A. C. & Y. Ry. et al. 
or 13—Hutchinson, Kan.—Examiner Howell: 


13—H. J. Duvall, as receiver of the Kansas & Oklahoma Railway 
Company, vs. C. . ; 


. R. I. & P. Ry. 

November 13—Chicago, Ill.—Examiner McGrath: 

16211—Mapl-Flake Mills, Inc., vs. Santa Fe et al. 
November ;13—St. Louis, Mo.—Examiner Fuller: 

15981—Toberman, Mackey & Company vs. Southern Ry. et al. 

16044—Bolz Cooperage Company vs. Director General. 
November 13—Seattle, Wash.—Examiner Witters: 

1 Ryan Fruit Company vs. Director General. 

15148 (and Sub. No. 1.)—Pacific Coast Shippers’ Association, Inc, 

et al. vs. Director General. 

November 13—Washington, D. C.—Examiner Law: 

Finance No. 8701—Excess income of the Detroit Terminal R. R. Co. 
evemeey 14—Argument at Washington, D. C.: 


11—West Coast Lumbermen’s Association et al vs. Abilene & 
Southern Ry. et al. 


15147—Wm. Cameron & Company, Inc., vs. A. & S. a & et al. 

15214—The Lumbermen’s Association of Texas vs. & S. Ry. et al. 

15357—-The Wichita Board of Commerce et al. can ‘Santa Fe et al. 
November 14—Cleveland, Ohio—Examiner Kephart 

ba ee Natinal Petroleum Association et al. “vs. C. & ARR 

et a 
November 14—Los Angeles, Calif.—Examiner McChord: 

Fourth Section Application No. 12608—Filed by Agent Countiss, In 
re rates on sulphur (not refined or manufactured) min. wt. 80,- 
000 Ibs., from points in Louisiana and Texas shown as taking 
groups “E,” “F” or “H” rates to E. San Pedro, Oakland, Rich- 
noe San Diego, San Francisco, San Pedro and Wilmington, 

ali 
November 14—Chicago, Ill.—Examiner McGrath: 
15737—-Fortune Products Company et al. vs. Santa Fe et al. 
November 14—St. Louis, Mo.—Examiner Fuller: 


‘46099 (and Sub. No. 1)—Miline Lumber Company vs. Illinois Central 
R. R. et al. 


oomcemane 14—Cairo, Ill.—Examiner Cassidy: 
16194—Cairo Association of Commerce vs. Birmingham & North- 
western Ry. et al 
November 15—Argument at Washington, D. C.: 
13107—The National Live Stock Exchange vs. gee My et al. 
14890—The Haydite Company et al. vs. Santa Fe et al. 
November 15—Los Angeles, Calif.—Examiner McChord: 
16219—Alma B. Hubbard and W. M. Miller vs. O. S. L. R. R. et al. 
November 15—Wichita, Kans.—Examiner Howell: 


l. and S. No. 2235—Potatoes and vegetables, western points to 
L. & N. R. R. destinations. 


November 17—Oklahoma City, Okla.—Commissioner Campbell and Ex- 
aminer Keeler: 


15995—The Corporation Commission of the State of Oklahoma et al. 
vs. Santa Fe et al. 


November 17-18—Argument at Washington, D. C.: 
14855—The Oo iy. & ae Mexico Coal Operators’ Association vs. 
14055—The Charles Bolat Glass Company vs. C. 


& Q. R. R. et al. 
i. and &. No. 2114—Silica sand from points in filieois and Iowa to 
Cincinnati, O. 


November 17—New York—Examiner Gerry: 
*16176—Somerville Iron Works vs. Southern Ry. et al. 
16174—Somerville Iron Works vs. Long Island B. . et al. 


a 17—Charleston, S. C.—Examiner Hillye 
a 


No. 2203—Minimum weight on ostion ‘gweepings from and 
to southern points, 


November 17—Los Angeles, Calif.—Examiner McChord: 
16154—C. S. Howard (doing business under name of Howard Auto- 
mobile Company, San Francisco, Cal.) et al. vs. Santa Fe et al. 


November 17—Chicago, Ill—Examiner McGrath 
“ee pee Chemical & a Products Go. vs. Indiana Harbor 
Belt R. R., Director Gene et al. 
November 17—Fostoria, Ohio—Examiner Kephart: 
aa Genecp Wire and Manufacturing Company vs. 
. . et al, 
November 17—Tulsa, Okla.—Examiner Howell: 
16101—The Midland Refining Company et al, vs. Santa Fe et al. 
16189—The Oil Field Supply Company et al. vs. Santa Fe et al. 
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Aeroplane View of Seattle, Showing Portion of Waterfront, Business Section and Lake Union 


SAILINGS AND SHIPPING INFORMATION 
ISSUED BY THE PORT OF SEATTLE 
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The above is a facsimile of the Port of Seattle Bulletin. 
This Bulletin is issued every 60 days and contains a com- 
plete sailing list and other Port information. 


Your name will be placed on our permanent mailing list 
on request. 


Address Port of Seattle, P. 0. Box 1878, Seattle, Washington. 
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November 17—Little Rock, Ark.—Examiner Fuller: 
—— Brothers Furniture Company et al. vs. B. & O. R. R. 
et al. 
November 17—Washington, D. C.—Examiner Wagner: 
— Canyon Coal & Coke Company et al. vs. B. & O. R. R. 
e b 
November 17—Memphis, Tenn.—Examiner Cassidy: 


15922 ns Sub. Nos. 1 and 2)—Russellville Compress Company vs. 
G. M. & N. R. R. et al. 


Portions fourth section application No. 699 filed by Agents 
Leland and Tucker, In re rates on compress castings and_fittings 


from New Orleans, La., to Fort Smith, Ark., and from Houston, 
Miss., to Russellville, Ark. 


16162—Lake County Manufacturing Company, and H. Gannaway 

and E. Rice, Receivers, vs. Ill. Cent. R. R. et al. 
November 17—Washington, D. C.—Examiner Kelley:: 

Val. Dkt. No. 344—In re tentative valuations of the properties of 
Vandalia Railroad Company and Terre Haute and Peoria Rail- 
road Company. 

November 17—Washington, D. C.—Examiner Gibson: 

Val. Dkt. No. 340—In re the tentative valuation of the properties of 
the Buffalo & Susquehanna R. R. Corp.; Wellsville, Coudersport 
= Pine Creek R. R. Co. and the Addison and Susquehanna R. R. 

o. 


November 18—Chicago, Ill.—Examiner McGrath: 
-15548—The Cudahy Packing Company vs. Director General, 
15008—The Cudahy Packing Company vs. Director General. 
November 18—Tulsa, Okla.—Examiner Howell: 
16108—Consolidated Cut Stone Company et al. vs. Santa Fe et al. 
November 18—Hot Springs, Ark.—Examiner Fuller: 
15989—Mountain Valley Springs Company vs. C. R. I. & P. Ry. et al. 
November 19—San Francisco, Cal.—Examiner McChord: 
16154—C. S. Howard (doing business under name of Howard Auto- 
mobile Company, San Francisco, Cal.) et al. vs. Santa Fe et al. 
November 19—Argument at Washington, D. C.: 
14150—Corporation Commission of Oklahoma vs. A. & S. Ry. et al. 
14970—Texas Cottonseed Crushers Assn. et al. vs. A. & S. Ry. et al. 
15039—Interstate Cotton Oil Refining Co. et al. vs. Santa Fe et al. 
November 19—Detroit, Mich.—Examiner Kephart: 
15595 (and Sub. No. 1.)—Chevrolet Motor Company of St. Louis et al. 
vs. B. & O. R. R. et al. 
November 19—Tulsa, Okla.—Examiner Howell: 
vere Petroleum Refiners Association et al. vs. St. L.-S. F. 
y. et al. 
November 19—Florence, Ala.—Examiner Cassidy: 
16001—Florence Chamber of Commerce vs. N. C. & St. L. Ry. et al. 
16039—Florence Chamber of Commerce vs. Southern Railway et al. 
November 20—San Francisco, Calif.—Examiner McChord: 
Il. and S. No. 2249—Lumber from Pacific Coast, transcontinental 
eastbound. 
November 20—Argument at Washington, D. C.: 
13897—The St. Louis Chamber of Commerce vs. A. & V. Ry. et al. 
14843—Alton Mercantile Co. et al. vs. A. G. S. R. R. et al. 
bars wind og ge 1)—Illinois Steel Bridge Company vs. C. B. & 
, & ee ‘ 
Finance No. 3472—In the matter of the application of the Coal River 
and Hastern Railway Co. for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad. 


November 20—Portland, Ore.—Examiner Witters: 


12780—Western Pine Manufacturers’ Association et al. vs. Director 
General, Ann Arbor R. R. é 


t al. 
16215—A. Joseph vs. 0.-W. R. R. & Nav. Co. et al. 


November 20—Muscatine, Ia.—Examiner McGrath: 

16221—American Pearl Button Company vs. C. & N. W. Ry. et al. 
16223—Peter Olson vs. M. St. P. & S. S. M. Ry. et al. 

November 20—Dallas, Texas—Examiner Fuller: 


aah ca Sub. No, 1.)—Lone Star Gas Company vs. Santa Fe 
et al. 


November 21—Washington, D. C.—Examiner Wagner: 
* 15771—Greenbrier & Eastern Railroad Co. vs. Sewell Valley Ry. et al. 
November 21—Washington, D. C.—Examiner Shanafelt: 
1. and S. No. 2145—Fresh meats and packing house products, E. St. 
Louis, Ill., to C. & O. Ry. stations. 
16227—Wilson & Co., Inc., et al. vs. C. & O. Ry. 
November 21—Argument at Washington, D. C.: 
eo ; hamber of Commerce of Casper, Wyo., vs. C. & N. W. Ry. 
et al. 
1. and S. No. 1983—Class rates between Montana, Nebraska, South 
Dakota and Wyoming points. 
a om ugenheim-Goldsmith Company et al. vs. G. H. & S. A. Ry. 


e , 
15465—Empire Refineries, Inc., et al. vs. H. & T. C. R. R. et al. 


* Finance No. 468—Guaranty settlement with the Fort Dodge, Des 
Moines and Southern Railroad. 


November 21—San Francisco, Calif.—Examiner McChord: 
1. and S. No. 2214—Routing eastbound transcontinental lumber to 
Missouri, 
November .21—Oklahoma City, Okla.—Examiner Howell: 
16131—Healy & Company et al. vs. Santa Fe et al. 
15901—Altus Cotton Oil Mill et al. vs. Santa Fe et al. 
November 21—Birmingham, Ala.—Examiner Cassidy: 
16175—Corona Coal Company vs. Southern Railway. 
16205—Knight Iron & Metal Company vs. G. M. & N. Ry. et al. 
one 22—Chicago, Ill—Commissioner Campbell and Examiner 
eller: 


* 11567—Order of United Commercial Travellers of America vs. Pull- 
man Company. 
November 22—Argument at Washington, D. C.: 
14731—Lillie Mill Company et al. vs. L. & N. R. R. 
15501i—Southland Cotton Oil Company et al. vs. A. & V. Ry. et al. 
15337—Memphis Freight Bureau et al. vs. A. C. L. R. R. et al. 
15583—Certain-teed Products Corporation vs. A. C. L. R. R. et al. 
November 22—Galesburg, IIl.—Examiner McGrath: 
ba 6 9) patna Sanitary Manufacturing Company et al. vs. Santa 
e et al. 
November 22—Fort Worth, Texas—Examiner Fuller: 
tne © Cotten Trading Company of Texas vs. Director Gen- 
eral. 
November 22—Oklahoma City, Okla.—Examiner Howell: 


15975 and Sub. No. 1—Oklahoma Traffic Association et al. vs. C. R. I. 
& P. Ry. et al. 
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November 24—Washington, D. C.—Examiner Turner: 


* Finance No. 3950—Excess income of the Tionesta Valley R 
Company. 


November 24—Portland, Ore.—Examiner Witters: 
* nae & Horse Raisers Association of Oregon et al. vs. Santa 
e et al. 

November 24—New Haven, Conn.—Examiner Oliver: 
12066—Construction and repair of railway equipment (with refer. 
ence to equipment of N. Y. N. H. & H. R. R. and C. N. E. Ry,), 

November 24—Argument at Washington, D. C.: 
15029—Des Moines Board of Trade et al. vs. Des Moines & Centra) 

Iowa R. R. et al. 

November 24—Danville, Ill.—Examiner McGrath: 
be a ta lliff-Bruff Chemical Company et al. vs. C. & E. I. Ry, 

et al. 

November 24—San Francisco, Calif.—Examiner_McChord: 
15815—Jones Brothers & Company, Inc., vs. Director-General, 
16060—Western Import Company vs. Director-General. 

November 24—Breckenridge, Texas—Examiner Fuller: 
16195—Chamber of Commerce, Breckenridge, Tex. et al. vs. Wichita 

Falls, Ranger & Ft. Worth R. R. et al. 

November 24—Argument at Washington, D. C.: 

* Finance No. 3197—In re application for construction of line by the 
Waco, Beaumont, T. & S. Railway. 

November 24—Argument at Washnigton, D. C.: 


* 14785—In the matter of charges for accommodation of Passengers 
in sleeping and parlor cars. 


ag 24—Oklahoma City, Okla.—Examiner Howell: 


Klahoma Traffic Association et al. vs. A. & V. Ry. et al 
16214—Oklahoma Traffic Association et al. vs. A. & R. R : 


ailway 


R. et ai, 
November 24—Montgomery, Ala.—Examiner Cassidy: 
15942—Roquemore Gravel Company vs. A. & W. P. R. R. et al. 
15945—Roquemore Gravel Company vs. A. & W. P. R. R. et al. 


November 25—Argument at Washington, D. C.: 
14836—Union Sulphur Company vs. T. & N. O. R. R. et al. 
14949 (and Sub. Nos. 1 to 4, incl.)—Randall Brothers vs. L. & N. 
R. R. et al. 
November 26—Indianapolis, Ind.—Examiner McGrath: 
16116—Indiana State Chamber of Commerce vs. Santa Fe et al. 
November 26—Argument at Washington, D. C.: 
14991—General Motors Corporation vs. Director General, N. Y. C. R.R, 
15632—B. Lissberger & Company vs. N. Y. N. H. & H. R. R. 
November 26—Eureka, Calif—Examiner McChord: 
16070—V. Eriksen and F. H. Lundblade (copartners doing business 
under the name of Ferndale Iron Works Garage) et al. vs. Ann 
Arbor R. R. et al. 
November 26—Waco, Texas—Examiner Fuller: 


—a Hardware Company et al. vs. N. Y. N. H. & H.R. R. 
et al. 


November 26—Atlanta, Ga.—Examiner Cassidy: 


= 
bes gt 9 Menhaden Corporation vs. Apalachicola Northern 
- @. et al. 


November 28—Argument at Washington, D. C.: 
15109—Leroy C. Dunn et al. vs. Amer. Ry. Express et al. 
15495—Chapin-Sacks Corporation vs. P. R. R. 
15643—Duquesne Reduction Company vs. P. R. R. et al. 
Finance No. 3385—In the matter of the application of the Cam- 
bria & Indiana Railroad Company for a certificate of public con- 


venience and necessity authorizing it to construct an extension 
of its line of road. 


November 28—Salt Lake City, Utah—Examiner Witters: 


16079—Ryan Fruit Company, Inc., et al. vs. Director General, A.C. L, 
R. R. et al. 


November 28—Indianapolis, Ind.—Examiner McGrath: 


ler yan State Chamber of Commerce vs. Ann Arbor R. R. 
. 


November 28—Houston, Tex.—Examiner Fuller: 
16190—The Texas Company vs. Abilene & Southern Ry. et al. 
16041—The Texas Company vs. T. & P. Ry. et al. 
November 28—Savannah, Ga.—Examiner Cassidy: 
16016—Savannah Traffic Bureau, Inc., vs. S. & A. Ry. and Chas. 
Gay, Jr., and T. B. Felder, Receivers. 
16171—Savannah Traffic Bureau, Inc., et al. vs. A. C. L. R. R. et al. 
November 29—Argument at Washington, D. C.: 


aw 2 2 ons Owners National Association vs. Amer. Ry. Express 
o. et al. 


15627—Southern Agricultural Chemical Corporation vs. C. C. C. & 
St. L. Ry. et al. 


15835—National Reduction Corporation vs. Director General, 
November 29—Salt Lake City, Utah—Examiner Witters: 
16112—Ogden Grain Exchange vs. Abilene & Southern Ry. et al. 
16230—Ogden Grain Exchange vs. Arizona Eastern R. R. et al. 
December 1—Washington, D. C.—Examiner Barclay: ’ 
* 15682—Missouri-Kansas-Texas Railroad Co. vs. Kansas City Terminal 
Ry. Co. 
December 1—Washington, D. C.—Examiner Kelley: 
* Val. Dkt. No. 152—In re tentative valuation of the properties of 
the Chicago, Rock Island & Pacific Ry. Co. et al. 
December 1—Port Arthur, Texas—Examiner Fuller: 
16000—Port Arthur Chamber of Commerce & Shipping vs. Aberdeen 
& Rockfish R. R. et al. 
December 1—Indianapolis, Ind.—Examiner McGrath: 
16222—Pigeon Creek Coal Company vs. Southern Railway. 
December 1—Washington, D. C.—Examiner Sweet: : 
Val. Dkt. No. 336—In re tentative valuation of the properties of 
the Long Island Railroad Company et al. 
December 2—Tomah, Wisconsin—Railroad Commission of Wisconsin: 
* Finance No. 4221—In re the application of the C. M. & St. P. Ry. 
Co. for authority to abandon 28 miles of its line in Wisconsin. 
December 2—New York, N. Y.—Examiner Butler: 
* |, and S. No. 1933—In re commutation fares of the New York, New 
Haven & Hartford Railroad Co. 
December 2—Washington, D. C.—Examiner Pattison: 
* Val. Dkt. No. 83—In re tentative valuation of the property of the 
Toledo, St. Louis & Western Railroad. 
December 3—Indianapolis, Ind.—Examiner McGrath: 
16117—The Indianapolis Board of Trade vs. B. & O. R. R. et al. 
December 6—Pueblo, Colo.—Examiner Witters: 
16058—The Colorado Paper Company et al. vs. Santa Fe et al. 
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The Only Files that EXPAND 
and COMPRESS their Contents 


Automatically 
xpands 







Automatically 
Compresses 


It’s mighty handy and economical to be able to quickly 
turn to—and read the whole front form of any tariff or supplement 
without removing it from the file or disturbing any of the others. 


The? eT provides for instant access and quick removal and 
return. of handling more than the issue you need for reference. 


As you on the drawer there is im nt safety in Automatic Com- 
pression—all without mechanical adjustment or extra operations. 


Automatic V nsion and Aut tic C ession will 20 
5 ai, a popes ay omatic Compr n save over 20% 


Beeohnut Packing Ce. says— 

‘“‘We find them much more convenient”’ 
The Cutler-Hammer Mfg. Co. says— 

‘‘More accessible—preserves tariffs’’ 
Central Illineis Public Service Co.— 

‘‘Take less space—more convenient’’ 






Read the 
whole front 
formin 
the file. 


Sectional and upright cab- 
inets te intermem' with 
ene of the most com ~ 
lines of Files for all 
purposes. 


SEND FOR CATALOGS 
24T (Files) 23T (Desks) 
26T (Systems) 
Automatic File & Index Co. 
E. 10th St., | GREEN BAY, WIS. 
Ci Branch, “4 Fs Wells Se. 


Freie” 6 601 Mision 
Ladonion” 420 S. Spring St. 
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Union Pacific 


-it follows Natures highway to the Pacific Coast 



















ea oe * 





A! 
m,: m 


HE instinct of the buffalo and the red man first 

found the easiest route—nature’s highway—across 
the Continental Divide. Their main trails became the 
path of the Covered Wagon—the Overland and Oregon 


trails of the pioneers— and finally the route of the 
Union Pacific. 













This great transcontinental system reaches by its 
through trains the whole Pacific Coast from Puget Sound 
to Mexico, providing a service known everywhere for its 
high standard of excellence and dependability. 


Traffic Agencies 


Complete information regarding passenger and freight service 
cheerfully furnished by any Union Pacific representative. 
Offices are maintained at principal cities throughout the country. 

























ATLANTA, GA........000+: 49 N. Forsyth St. KANSAS CITY, MO........... 805 Walnut St. REDLANDS, CAL....csccccsees 14 Cajon St. 
BIRMINGHAM, ALA. ....ist Ave. & 20th St. LINCOLN, NEB.......cscccees 204 N. llth St. RENO, NEVADA....Second and Center Sts. 
BOISE, IDAHO........... 8th & Bannock Sts. LONG BEACH, CAL., ...120 W. Ocean Bivd. RIVERSIDE, CAL........ cesses 680 Main St 
BOSTON, MASS.......... 294 Washington St. LOS ANGELES, CAL...... .221 S. Broadway SACRAMENTO, CAL......... 1006 Fourth St. 
BREE Bey MI Divccnveccceccseces 48S. Main St. MILWAUKEE, WIS........ 221 Grand Ave. SAN PEDRO, CAL............ 521 Beacon St. 
CHEYENNE, WYO........ 1605 Central Ave. MINNEAPOLIS, MINN... ...125 S. Third St. SALT LAKE CITY, UTAH.... 10 S. Main St. 
CHICAGO, ILL......... 58 E. Washington St. NEW ORLEANS, LA.....226 Carondelet St. SAN DIEGO, CAL......... 4th and Plaza Sts. 
CINCINNATI, O. ........ .... 4th & Vine Sts. NEW YORK, N.Y. .......... 280 Broadway SAN FRANCISCO, CAL....... 673 Market St. 
CLEVELAND, O..E. 9th St. and Euclid Ave, OAKLAND, CAL.......... 433 Fourteenth St. SEATTLE, WASH.......... 1405 Fourth Ave 
COUNCIL BLUFFS, IA......... 37 Pearl St. © OCEAN PARK,CAL............ 149 Pier Ave. SIOUX CITY, IOWA,....... 520 Nebraska St. 
DALLAS, TEX...... Commerce & Akard Sts. SENET, CEE IEEE cvdcccccccececees 390 24th St. SPOKANE, WASH ........ 727 Sprague Ave. 
DENVER, COLO........ 601 Seventeenth St. PASADENA, CAL. ...... 403 E. Colorado St. ST. JOSEPH, MO., Frederick Ave. & Felix St. 
DES MOINES, IA........; 6th & Locust Sts. PHILADELPHIA, PA.....15th & Market Sts. ST. TUE, MD. 2. .cccccocccosees 611 Olive St. 
DETROIT, MICH. .. 127 Lafayette Bivd., W, PITTSBURGH, PA. Smithfield St. & 6th Ave. TACOMA, WASH............ 106 S. Tenth St 
FRESNO, CAL., Tulare St. & Van Ness Ave. 





PORTLAND, ORE........... + Pittock Block © TORONTO, ONT........cscesees 6 Yonge St. 


W. H. MURRAY, General Passenger Agent, Omaha, Nebraska C, J. LANE, General Freight Agent, Omaha, Nebraska 
D. S. SPENCER, General Pass. Agent, Salt Lake City, Utah 
WM. McMURRAY, Gen’l Passenger Agent, Portland, Oregon 
T. C, PECK, Gen’l Passenger Agent, Los Angeles, California 










H. E. GODWIN, General Freight Agent, Salt Lake City, Utah 
H. E. LOUNSBURY, General Freight Agent, Portland, Oregon 
W. F. LINCOLN, General Freight Agent, Los Angeles, Cal. 
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‘United StatesGovernment Freight Services! 
From Atlantic Coast and Gulf Ports 
/AMERICAN ANTILLES LINE] AMERICAN DELTA LINE |AMERICAN DISPATCH LINE AMERICAN DIXIE LINE] 


New York to Haitian Ports New Orleans and other Gulf Ports (except New Orleans) Bem Selene Se ed. ened Minato 


A Sailing E 20 | 
New Orleans eoliverpexi and Manchester| 






! 
| 
































| THE EXPORT STEAMSHIP CORP. 
i 25 Broadway New York City 





Managing Operators 


| 
: 
| AMERICAN REPUBLICS LINE 





New York and Boston 
to Brazil and River Plate Ports 
Monthly Sailings 








| Philadelphia, Baltimore, Jacksonville 
| and Savannah to 









Brazil and River Plate Ports 
Monthly Sailings 


INTERNATIONAL FREIGHTING COR! 
44 Whitehall Street New York Ling 





Managing Operators 


CAROLINA COMPANY 


Jacksonville 







Savannah to am od 
Charleston ee 





1 Sailing a Month 






THE CAROLINA COMPANY 
Charleston, S. C. 








Managing Operators 


MISSISSIPPI 
VALLEY EUROPEAN LINE 


New Orleans 
to 
Havre— Antwerp 
2 Sailings a Month 
MISSISSIPPI SHIPPING CO., 
(Inc.) 
New Orleans, La. 
Managing Operators 




















New Orleans to Bremen 























2 Sailings a Month 
Houston to Bremen and Ham 
burg. 2 Sailings a Mont. 
LYKES BROS. S.S. CO., (Inc. 

925 Whitney Central Bldg. 
New leans, 
Managing Operators 


















Houston and Galveston 





DANIEL RIPLEY & CO 


Houston, Texas 


Managing Operators 







2 Sailings a Month 


J. H. WINCHES & CO., (Inc.) 
ery ew York City 
Managing Operators 







ORIENTAL S. S. CO., (Ine.) 
17 Battery Place, New York City 


Managing Operators 


AMERICAN SCANTIC LINE BLACK | DIAMOND LINES 


New York, Boston, 
Baltimore 
to 
Copenhagen and 
Helsingfors 


2Sailingga Month 


moons & McCORMACK CO..,(Inc.) 
way New City 
Managing Operators 


COSMOPOLITAN LINES 


New York to Rotterdam 
A Sailing every 20 days 
Baltimore 


Hampton Roads to Havre 
Philadelphia Dunkirk 
New York 

3 Sailings a Month 
Philadelphia to Bordeaux 
New York St. Nazaire 


A Sailing every 20 days 
Gopeoneestan SHIPPING CO., 


42 Broadway 


(Inc.) 
New York City 


Managing Operators 


MOBILE OCEANIC LINE 


Mobile, Pensacola, Gulfport 
to 
Liverpool, Manchester, London, 


Havre, Antwerp, Rotterdam, 
Hamburg, Bremen 


WATERMAN S. S. CORP. 
Mobile, Ala. 
Managing Operators 








































(Inc.) 
45 Broadway 











Weekly Sailings 


UNITED STATES LINES 


Managing Operators 


to Rotterdam 
New Neve Amsterdam 
4 Saitae every 20 Days 
New York to Antwerp 
2 Sailings a Month 


Rotterdam 
Antwerp 
2 Sailings a Month 


BLACK DIAMOND S.S. CORP. 
67 Exchange Place New York City 


Managing Operators 


GULF-WEST 
MEDITERRANEAN LINE 


Tampa, Siege. Savannah, 
ston to 
London. f Rotterdam, Antwerp 
1 Seitiag azton Month 


Gulf 
Portuguese and Spanish Atlantic Ports 


Baltimore 
HamptonRoads to 
Boston 


A Sailing every 20 days 
TAMPA ype 1 ge s.S. CO. 
614 Whitney Central -, New Orleans, 
Managing Operators 


ORIOLE LINES 




















Philadelphia Glasgow 
Hampton Roa to Cardiff 
Baltimore Avonmouth 
2 Sailings a Month 
Liverpool 
Baltimore Manchester 
Hampton Roads to Avonmouth 
Boston Cardiff 
New York Belfast 
Cork 











A Sailing every 10 days 
CONSOLIDATED NAVIGATION CO. 
22 Light Street Baltimore, Md. 
Managing Operators 






(Inc.) 


New York Cit New York City 
























AUSTRALASIA LINES, 


8-10 Bridge Street 


Managing Operators 


| 
| 
West Coast Ports and Glasgow ~- 
| Monthly Sailings Gulf Ports Fs | 
i New York to Trinidad and mm East Coast of South America |New POD cetee rinibe Ty Seinde London | 
| the Kivlonse Brazil and River Plate Ports A Sailing Every 3 Weeks Monthly’ Saiings 
Fortnightly Sailings Fortnightly Sailings ee ee € 
| COLOMBIANSTEAMSHIP CO.., (Inc.)| MISSISSIPPI SHIPPING CO., Inc.) MUNSON STEAMSHIP LINE A Sailing every 10 Days 
| Posty ace Rew Yoko] “Naw demas” [87 Wall Stross New York City NITED CULES $C doe) | 
Managing Operators Managing Operators Managing Operators Managing Operators | 
| AMERICAN EXPORT LINE |AMERICAN MERCHANT LINES|AMERICAN PIONEER LINE) AMERICAN PREMIER LINE 
| North Atlantic Ports New bier to London|North Atlantic and Gulf Ports Gulf Ports to Genoa, Naples 
F constantitipl’” Matti; Crock [Balhae i a to 9 Sailings a Month 
| [evant Porte, Syria to Palestine [Hampton Roads “ Halll Far East and Dutch East Indies] Gulf Ports to Adriatic Ports, 
| Coast, North Africa (East of 2 Sailings a Month 4 3 Sailings a Month Alexandria, Piraeus 
| Bizerta) Philadelphia "Hall Monthly Sailings 
2 Sailings a Month Boston to nes ATLANTIC GULF AND 


UNITED GULF S. S.CO., (Inc.) 
Whitney Central Bldz., 


New Orleans, 
Managing Operators 


BULL LINES 


North Atlantic Ports to 
Constantinople and Black Sea Ports 
Fein s a Month 

ork to 
Islane and West African 
a. to eaten Congo 


pee Portu gola; also Azores, 
-Madeira, St qo teeny as cargo Offers. 
Monthly Sailings 


A. H. BULL & COMPANY 
40 West Street New York City 


Managing Operators 


KERR STEAMSHIP CO. 


New York to 


Dutch East Indies 
Monthly Sailings 


New York to India 
Monthly Sailings 


KERR STEAMSHIP COMPANY 
¢ 
44 Beaver St. as New York 


Managing Operators 


New York to 


Rio de Janeiro, Santos, Monte- 
video and Buenos Aires 


Fortnightly Sailings 


MUNSON STEAMSHIP LINE 
67 Wall Street 


Managing Operators 


Hamburg. 2 Sailings a Mont in A Sailing every 3 Weeke New Zealand Ports Philadelphia, Boston 

Galveston to Bremen and Ham New York Monthly Sailings to 

burg. 2 Sailings a Mont Havre and Antwerp to Hamburg and Bremen 
Heumtonand Gelvesento | Weekiy Sailings el UNITED STATES & | 


2 Sailings a Month 


ROGERS & WEBB 


110 State Street Boston, Mass. }} 


Managing Operators 


PAN AMERICA LINE | 


New York City |f 
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FASTEST STEAMERS— — 


BETWEEN SAN FRANCISCO 
AND THE ORIENT 


PLACING ASIA 
AT YOUR VERY. 


‘THE PIONEER TRANS-PACIFIC LINE =. 


ny VAY 
— 


ESTABLISHED 1867 


Unexcelled Freight Service 


Passengers and Express-Freight NEXT SAILINGS Passengers and Express-Freight 
From San Francisco to Honolulu, Yokohama, Koeb, 
Highest Shanghai, Hongkong and Manila 
: S. S. President Pierce sails » 15 
Marine S. S. President Taft sails . 29 Insurance 
spe gs S. S. President Wilson sails » oe 
Classification S. S. President Lincoln sails aT Rates 
S. S. President Cleveland sails . 10 
and every 1 4 days thereafter 


Lowest 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 
142 South Clark Street, Chicago, IIl. 
E. L. Mayo, 613 Engineers’ Bldg., Cleveland, O. Horace W. Dawes, 410 State Theatre Bldg., Pittsburgh, Pa. 
South Gate Forwarding & Storage Co., South Gate Terminal, Norfolk, W. Va. 
Norton, Lilly & Company, Equitable Bldg., Baltimore, Md. 


Managing Agent U. S. SHIPPING BOARD 
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$82] FAST FREIGHT SERVICE [$e 


929 


SX 
MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO. 





VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS wn True EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


To avold delay, shipments for Canadian destinations must be acoompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIP 
This Gesument “cneet be delivered railroad agent at initial point with the shipment and accompany same to Canadian An ‘ aoa 











Boston, _, 40 Central St. AGENCIES Pittsburgh, Pa., 840 Sixth Ave. 

Buffalo, N. Y., 409-410 pay | Bldg. Los Angeles, Cal., 605 > Spring St. Portland, Ore., 55 Third St. 

Chicago, Ii, 707 Mer. Loan & Trust Bldg. Memphis, Tenn., Porter B Idg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
940 eed Bldg. Milwaukee, Wis., 68 Wisconsin St. St. Paul, Minn., 1112 Merchants National 

Chippewa Falls, W: 918 lestic Bidg. Bank Bl 

Cincinnati, O., 409 Mrraction Bldg. Minneapolis, Minn., — Line Bldg., - St. San Francisco, Cal., 675 Market St. 

Cleveland, O., 1040 Prospect Ave. d Marquette Ave Sault Ste. Marie, eich, 

Detroit, Mich., 811 Free Press Bldg. Neenah, Seattle, Wash., 

Duluth, Minn., 820 West Superior St. New York N. Y., Woolworth Bldg. Spokane, Wash.’ 1006 ‘Ola’ S Nat’l Bank Bldg. 

Grand "Rapi Mich., 414 Linquist Bldg. Omaha, Neb., 1025 W. O. W. Bldg. Superior, re. 

Soliman, oe de 522 Merch. Bank Bldg. Philadelphia, Pa., Cross Bidg., Locust St. at Wa 

Kansas City, Mo., 788 Railway Ex. Bldg. 15th. 


Winnipeg, Mar 608-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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Lehigh Valley Service © 
The Black Diamond 





Offers an interesting daylight 
ride—enjoyable because of the 
courteous personnel and ex- 
cellent dining service and com- 
fortable because of the smooth- 
ness of track and the attention 
given to other details that add 
to the pleasure of the journey. 





Daily Service between New 
York and Philadelphia and 
Ithaca, Rochester, Buffalo, 
Niagara Falls and Chicago. 


Stop-over permitted at 
Niagara Falls. 


Lehigh Valley Railroad 


The Route of The Black Diamond 
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A BETTER WAY / 


New Oriental Limited 


y Lv Chicago....... 11:00 P. M. Daily (Central Time) Ar Spokane...... 7:00 A. M. 






Lv St. Paul....... 11:25 A. M. Ar Seattle........ 7:00 P. M. 
Lv Minneapolis. ..12:01 P. M. Ar Tacoma....... 8:45 P. M. 
! Ar Portland...... 7:00 P. M. 
. Through picture book land, view dissolving into view as the train speeds west- 


ward past farms and orchards and over the glorious Rockies and Cascades, through some of the 
world’s most inspiring mountain scenery in all the splendor of autumn coloring. Over 1100 cinderless, 
smokeless scenic miles behind a giant oil-burning locomotive. The New Oriental Limited is a De Luxe | 
Train, specially Pullman equipped. No Extra Fare. “‘As Wonderful as the Country It Serves.” 


Stop off at Spokane, Seattle, Tacoma or Portland 


Your ticket permits it and these hospitable municipalities of the charmed land are anxious to welcome 
you. The Great Northern offers you a free side trip Seattle to Vancouver, B. C., and return with your 
choice of rail or water trip down the Pacific Coast to California—a climax to a wonderful journey. 


Ask any Ticket Agent or Communicate with 


A.J. DICKINSON 


P Trafic M 
Route of the oat, Peul, Mie. 


: New Oriental Limited 


'| GREAT NORTH ERN 
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SSOWUIRMERN PACIFIC. LINES 


& 
Where they reach = 
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SOUTHERN PACIFIC LINES 


@ OFF LINE AGENCIES 
© GATEWAYS 





® 


4 zat jan 





: Where to reach them 
rei Aa auems 
= 


4 in, i(0 
SO reeds py ot Me™ 


4 New Sunset Limited—Today! 


N old friend in a new diess. New comforts with old dependability. New 

pleasures with old associations. New features with an old background. The 

latest improvements with the oldest standbys. Regular as the sun. Dependable 
as the seasons. Daily, between New Orleans and California. 


Effective Today— November P? 1924 


SCHEDULE WESTBOUND SCHEDULE EASTBOUND 


Lv New Orleans........... 12:10 PM Sat Ly. Sat. Brancisco:.« «0:6:.6:55s 6:15 PM Sat 

Me TAG nk. i edeeceee 10:30 PM Sat EG? CRANE HEINE Bienes or orec ere 8:00 AM Sun 

Ar San Antonio .......... 4:30 AM Sun Ewes. PMBCIES.....o 5.6:5.0:00:02 9:00 AM Sun 

Me ee WM cs vennckocn nce 10:00 PM Sun GEE NNO es ocak s ated cea 11:59 PM Sun 

eS ee ee 6:15 AM Mon At Tet MBO dice cewexes 8:40 AM Mon 

Ar LOS ARGEIES....0.06e0 7:50 PM Mon AP Bat AMOMOs «i566 c.000c 3:20 AM Tue 

Se IN bv ee vtedcins 9:20 PM Mon PAE TIOUSION 5:0 sisisia ce 8K'y.5-« 9:20 AM Tue 

Ar Sam-Franeisco..: oo.0:.. 10:30 AM Tue Ar New Orleans............ 7:35 PM Tue 

All New Steel Equipment: 
Oil- Burning Locomotives, Sleeping, Observation Car (in addition to the 
Dining, Club and Observation Cars of usual parlor for men and women) has 
the latest types. Club Car has Barber Ladies’ Lounge, Shower Bath, Maid, 
Shop, Shower Bath and Valet Service. Manicure and Hairdressing Service, 
For descriptive booklet and reservations 
&) Address ‘‘General Agent, Southern Pacific Lines”’ &) 
— The Postman Knows Him 












